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™ “ACCO” CHAIN 


A ese big “Acco” Chain line meets 
the increasing demand for a 
strong, durable and safe chain for 
exacting railway service. 











Whether used as slings with wrecking 
cranes, traveling cranes and derricks 
or safety chains, brake chains and hose 
chains on passenger cars, or used for 
the smallest bell, conductor valves or 
seal pin chain, “Acco” chain is always 


a SAFETY CHAIN. 


“Acco” chain, safe and thoroughly 
proof tested, is a protector of life, 
equipment and continuity of opera- 
tion. 


Reflect for a moment upon the tremen- 
dous significance of these three im- 
portant items. 3 


AMERICAN CHAIN COMPANY 


Incorporated 
BRIDGEPORT, CONN. 


In Canada: Dominion Chain Co., Ltd., Niagara Falls, Ont. 


District Sales Offices Chicago Pittsburgh Boston 
Philadelphia Portland, Ore. San Francisco New York 


Largest Manufacturers of Chain in the World 
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Certain maintenance of way operations have been conducted 
by using the main track since the earliest days. To adopt 
other methods would add so greatly to 
the cost as to be prohibitive. However, 
with the growth of traffic the interfer- 
ence of work equipment with revenue 
trains has increased. proportionately 
with the result that it has become increasingly important to 

select equipment which will cause the least interference and 
result in the minimum delay to regular revenue trains. This 
has stimulated the development of the ditcher, the pile 
driver, the dump car, the spreader, and other forms of con- 
struction equipment until today much of it differs widely 
from that of a few years ago. This not only increases the 
value and the range of applicability of this equipment for 
railway service, ‘but it is hastening the retirement of the 
older types. It is told of Andrew Carnegie that an employee 
in charge of the design and construction of a steel mill re- 
marked to him on the completion of the mill that if he had 
the work to do over again he could design the mill in a way 
that would save a large part of its cost annually. “If you 
can do that,” Mr. Carnegie replied, “we will begin work 
on a new plant at once and dismantle the one just com- 
pleted.” Many roads can apply the principle implied in this 
-incident to much of their work equipment and discard the 
obsolete and inefficient types that they now have for more 
modern equipment the savings from which over the old will 
yield a good return on the investment. If this theory is 

good business for a steel company it is equally good for a 
railroad. 


The Economy of 
Modern Work 
Equipment 


Three collisions described in the Interstate Commerce Com- 
mission’s report, abstracted in this issue (Warner Junction, 
Montrose and Welch), with three re- 

The Lesson _ ported in the issue of June 10, page 

of 1343, and a fourth on page 1332, make 

Seven Collisions 2 strong dose of a kind of medicine 
which is very unpalatable, but which 

evidently is still needed. And why should not these seven 
cases be studied as carefully as though they were like Porter 
or South Byron or Mount Union? We have grouped these 
seven together for the purpose of emphasizing the lesson that 
for all of them the complete block system is the rational 
remedy; and the only satisfactory remedy. The government 
reports have set forth in each case the rules that have been 
violated and the mistakes that have been made, and the rail- 
road superintendent in each case has, no doubt, imposed 
suitable punishments (except where the men at fault have 
themselves been killed by the collision). But this is the 
same treatment that has been in vogue for many years, with 
only partial success; while all the time the other lesson— 
what might be called the master lesson—seems in, many Cases 
to be neglected, or is acted on only after years of delay. 
“Complete block system” is a term which ought to receive 
much more consideration than it does. Any operating officer 
who will re-read these seven reports will be reminded—what 
he ought already to know pretty well—that, taking the 
country as a whole, there is a good deal of satisfaction felt 
in a false reputation for using the block system when in 
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reality it is not used. Some railroad officers seem to concen- 
trate their attention (in this matter) exclusively on two 
points: (1) the automatic block signals that they have and 
(2) the automatics that they intend to have. But a collision 
on a line for which automatics cannot be provided for five 
years yet, shows this attitude to -be extremely short-sighted. 
This side-stepping of the question, with the widespread 
employment of a mixture of old-style time-table rules and 
the space interval, and falsely calling the arrangement the 


block system, indicate two very weak spots in our mental 
roadbed. 


The Railroad Labor Board in its recent opinion awarding 
reductions in the wages of shop employees, did not authorize 
reduction of the compensation of super- 


The Pay visory officers. This was in accordance 
of Supervisory with justice and sound policy. As the 
Officers Railway Age repeatedly has pointed 


out, most supervisory officers were not 
paid enough, absolutely or in comparison with what the em- 
ployees working under their direction were paid, before gov- 
ernment control was adopted, and have not since then been 
given advances in pay which put their compensation relatively 
where it should be. The course of the board in leaving their 
compensation untouched, while reducing that of the em- 
ployees, largely remedies an unfair and unhealthy situation. 
The supervisory officer cannot command needed respect from 
employees who know they are receiving as much or more 
pay as he is. Furthermore, when supervisory officers are 
paid relatively low, it is often difficult to get the best avail- 
able men to accept and retain these positions. These things 
militate against securing the greatest economy and efficiency. 
The higher railway officers should, in future as in the past, 
be chiefly men promoted ftom the ranks of the supervisory 
officers, and in compensation and all other respects super- 
visory positions should be made such as to attract capable 
men, and especially able, energetic and ambitious young men 
to them. 


For the last 20 years or more American railway bridges 
have been designed. for live load stresses imposed by the 
so-called Cooper loadings, a series of 
hypothetical trains consisting of two 
consolidation locomotives followed by 
a uniform load. The particular ad- 
vantage of this series lies in the fact 
that the loading effect produced by any particular train of 
this series is exact in proportion to its index number, that 
is, an “E 50” is five-sixths as heavy as an “E 60.” The 
system has proved very convenient and has come into al- 
most universal use for design, and also for the classification 
of old structures, and with its continued use, operating offi- 
cers also are beginning to have some conception of the Cooper 
classification as applied to the old bridges. As the weights of 
actual locomotives and train loads have increased, bridge 
designers have gradually pushed up the Cooper classification 
used in designs so that, whereas, “E 40” was the one most 
commonly used in earlier days, the “E 60” and “E 70” 


Is the Cooper 
Loading 
Obsolescent? 








1464 


classes are now the usual live load loading called for by the 
design specification, but in spite of the increase in propor- 
tionate loading thus effected it is found that the heavier load 
no longer constitutes an accurate equivalent of the actual 
locomotives of today. A chief difficulty is that the modern 
locomotive is much longer than the consolidation of the early 
nineties and that the weights of the locomotives of today are 
heavier in proportion to the train load than is the case with 
the Cooper loadings. In other words actual loadings of 
today that are equivalent to one Cooper loading for one span 
length may approximate an entirely different Cooper load- 
ing for some other span length. . This situation has led to 
rather frequent proposals for new standard bridge design 
loadings to supersede the Cooper series but these suggestions 
have met with scant favor because of a reluctance to give up 
what has become a thoroughly established standard. How- 
ever, the subject is now given renewed interest because of 
the appearance in the Proceedings of the American Society 
of Civil Engineers for May of a paper by D. B. Steinman 
in which he proposes a new design loading based on a 
painstaking study of seven of the heaviest locomotives now 
used in this country. The proposed loading has much to 
recommend it, particularly as applied to design. It more 
nearly represents the future developments in train loading 
to be expected in this country and, therefore, insures a more 
uniform design of bridges. In view of the present universal! 
use of the Cooper loading it may well be continued for the 
classification of old structures in spite of some of the short- 
comings pointed out by Mr. Steinman, but there is clearly 
a need for the application of something other than the short 
consolidation locomotives of the Cooper series when it comes 
to the proportioning of the parts of a new bridge. 


Assurance that the revenue provisions of the transportation 
act, which have been under continuous attack in and out of 
Congress ever since the law was passed 


Rate Law early in 1920, will not be repealed or 
Amendments amended at this session of Congress is 
Postponed given in the decision of the House com- 


mittee on interstate and foreign com- 
merce on Tuesday to postpone further hearings on the Hoch 
and Sweet bills until the December session. The Senate com- 
mittee on interstate commerce, which held protracted hearings 
on the similar Capper and Nicholson bills, has taken no 
action upon them and it is understood to have agreed infor- 
mally that it will not, although Senator La Follette has 
threatened to move to discharge the committee from further 
consideration of the bills in order to take them up on the 
floor of the Senate. In the present state of legislation there 
is little to fear from such a threat, even if La Follette were 
not more potent as an obstructionist than as an active force. 
Therefore it appears certain that the experience of the year 
1922, which promises to be more nearly normal than its 
two predecessors, will be added to that of the year of depres- 
sion, 1921, and the boom year, 1920, in affording a thorough 
test of the law which has received so much of both praise 
and criticism and which has been so generally misunder- 
stood. Less of the extreme criticism of the provision in the 
law which attempts to give the railroads a stated percentage 
of return has been in evidence since it has been shown that 
rates may be reduced in spite of it and that business could 
improve even before a general rate reduction. The kind of 
criticism that now remains is mainly that of the professional 
railroad-baiters. On the other hand those who have looked 
for so much in the way of beneficial results from this part 
of the law have yet to see their hopes realized. The principal 
organized advocacy of the bills which have failed to emerge 
from the two committees has been that of the state railroad 
commissioners who object to the curtailment of their power 


RAILWAY AGE 


Vol. 72, No. 24 


to make rates without a too careful regard for their eff 
on interstate commerce, and they have thus far failed 
convince the committees that the difficulties of which th 
complain cannot be remedied by co-operation between 
states and the federal commission. 


The Careful Crossing Campaign is the most prominent ite: 
of railroad news in the daily press at the present tim 
prominent by reason of the great nun 


Cross ber of articles, long and short, poetic 
Crossings prosaic and otherwise, appearing all 
Cautiously over the country. These are literal] 

too numerous to mention. From th 


railroad standpoint the principal thing to be said is that th 
A. R. A. Committee evidently has thus far been very suc 

cessful in its activities looking to uniformity of action on 
the part of all railroads. These various newspaper articles 
help one to appreciate the magnitude of the problem. The 
Northern Pacific, for instance, has 10,000 crossings to look 
after. The Pennsylvania has distributed 140,000 posters, 
and will use a million stickers on letters. By getting all 
classes of employees interested it is possible to introduce 
some variety. On the Charleston division of the Baltimore 
& Ohio the employees fixed up an automobile truck as a 
make believe passenger locomotive, and made a hit in the 
Memorial Day parade on May 30, at Weston, W. Va. The 
safety motto of that division is “tHmNK ABoutT Ir.” Super- 
intendent W. Trapnell opened the campaign at Weston by 
an address in the Methodist Church on Sunday evening. 
Committeemen will be cheered by the fact, emphasized in the 
circular issued by the Pennsylvania, that warnings given to 
automobile drivers at crossings and sent to them in writing 
by mail have already had “a marked effect” in limiting the 
list of fatalities at crossings. On the other hand, the Monday 
morning newspapers continue to feature crossing horrors on 
the front page in a way to have a marked effect on readers— 
if the readers can be made to fix their minds on the lesson 
which the facts convey. 


A station agent recently undertook to examine the crates 
of glass brought to him for forwarding during one month. 
In one shipment of 70 boxes of win- 


Avoid dow glass he found 15 panes broken 
Damage and in another of 17 boxes he found 
Claims seven panes broken; in fact, of all the 


glass offered for shipment during that 
month only five contained no broken panes. By this ad- 
ditional labor he saved his company a considerable amount 
of money, for if the shipments had gone through as usual 
without investigation the carrier in question would have 
been called upon to pay for a large amount of damage which 
it did not cause. This is a problem which is especially 
serious on lines remote from glass manufacturers, where 
such products are forwarded from distributing points for 
the most part without examination. For the year ending 
December 31, 1921, the sum of $2,153,291 was expended 
by the railroads of the United States for claim payments on 
glass, glassware and crockery. Perhaps, as this case indi- 
cates, a number of carriers contributed to this amount who 
were guiltless of any damage done, and likewise it is more 
than likely there were roads which escaped paying for dam- 
age which they actually caused. There is a still further 
supposition that at least part of the blame is due to defective 
products or careless packing or handling on the part of glass 
companies’ employees. Nevertheless, we know that glass is 
an easily breakable article and that large panes of glass 
are expensive. It would, therefore, seem advisable for re- 
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ceiving agents to examine shipments of glass and similar 
commodities in order to insure that the responsible party 
should bear the expense of this damage. If such methods 
are adopted it is fair to presume that a number of roads 
will find their claim payments materially reduced as in the 
case of the carrier mentioned above which, through the 
efforts of its vigilant station agent, has now decided to 
investigate all glass shipments received at its distributing 
points. 


Great Reduction of Railway Expenses 


pe THE MOST significant thing which has occurred 
since the railways were returned to private operation has 
been the reduction in the number of employees. The labor 
policy which has been followed has, of course, been widely 
different from that under government control. ‘There was 
a very large increase in the number of employees under gov- 
ernment control. This was the chief, although, of course, by 
no means the only, cause of the large increase in operating 
expenses which took place. 

The Railroad Administration’s labor policy has been vig- 
orously attacked and stoutly defended. We have not heard 
the last of the question of government ownership. Smith W. 
Brookhart, a very radical advocate of government ownership, 
has just been nominated for the United States Senate by the 
Republicans of Iowa. This is a portent which shows that 
facts illustrating the difference between the efficiency of 
government and private operation cannot be too often pre- 
sented. No other facts illustrate it more forcibly than the 
great increase, in the number of employees which occurred 
under government operation and the remarkable decrease 
which has occurred since private operation was resumed. 

When the government seized the railways in December, 
1917, they had 1,703,748 men on their payrolls. It operated 
them until the end of February, 1920, and the average num- 
ber of men employed in the first three months of 1920 was 
1,993,524 and the total payroll was $795,616,330. One year 
later, in the first quarter of 1921, the number of employees 
had been reduced to 1,691,471. Although meantime an aver- 
age increase of nearly 22 per cent in wages had been granted, 
the total payroll for this smaller number of employees was 
only $757,325,356. 

Still another year has now gone by. The statistics of the 
Interstate Commerce Commission regarding the number of 
employees and wages paid in the first quarter of 1922 are 
now available. They show that in this period the average 
number of employees was 1,555,737, and the total payroll 
$616,406,474. The reduction in the number of employees 
since the first quarter of 1920 is 437,787, and the reduction 
in the payroll over $179,000,000, or at the rate of about 
$60,000,000 a month. This reduction in total wages paid 
was secured in spite of the fact that the hourly rates of pay 
per hour and per day of the employees were higher than in 
1920. It was due principally to reduction of the number of 
employees, but also largely to the adoption of various meas- 
ures for the elimination of overtime which had to be paid 
for at punitive rates. It was also due to some extent to 
changes made by the Railroad Labor Board in the rules in 
the national agreements which two years ago were operating 
to prevent the railways from getting efficient work and to 
force them to pay for work not done at all. 

The heavy decline of traffic in 1921 rendered it possible 
as well as necessary for the railways to make a large part 
of the retrenchments in the payroll and in other expenses 
which have been effected. Experience makes practically cer- 
tain, however, that no reductions in payroll approaching 
these would have been made under.government control. In 
the early part of 1919, under government control, the traffic 
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declined but the number of employees continued to increase. 


The heavy reduction in the number of employees has in- 
flicted severe hardships on those who have been laid off, but 
the labor policy which their own leaders got adopted under 
government control caused the payroll to be inflated, and it 
was inevitable when efficiency was restored that many men 
would be discharged. Furthermore, the insistence of the 
labor leaders upon the payment in a period of profound 
depression of the highest wages ever known forced the rail- 
ways drastically to curtail maintenance and improvements, 
and thus threw many men out of employment. Being forced 
to pay excessive wages to those they had to keep on the pay- 
roll, they were obliged to reduce the number kept on the 
payroll as much as was physically possible. Many of the 
men who have been thrown out of work may thank for their 
unemployment labor leaders who succeeded in compelling 
the railways to pay wages so high that they could not pay 
them to a normal number of men without bankrupting the 
railway industry. 

The reduction which has been made in the payroll is re- 
flected in a striking way by the operating expenses. In the 
first three months of 1920 total operating expenses were 
$1,253,200,000, or about $13,772,000 a day. In the first 
three months of 1921 they were $1,227,000,000, or about 
$13,633,000 a day. In the first three months of 1922 they 
were $1,023,000,000, or about $11,366,000 a day, a reduc- 
tion compared with the first three months of 1920 of over 
$2,400,000 a day. } 

These statistics demonstrate that there has been a great 
increase in the efficiency of operation under private manage- 
ment. The advocate of government ownership is likely to 
say, however, that this increase in efficiency has merely bene- 
fited the railways at the expense of their employees and to 
denounce the results gained under the Transportation Act 
as of no benefit to the public. Let us see. The total amount 
paid by the public for railway transportation in the first three 
months of 1920, including the deficit incurred as a result of 
a operation, was $1,497,600,000, or $16,440,000 
a day. 

In the first three months of 1922 the total amount 
paid by the public for railway transportation was $1,271,- 
500,000, or at the rate of only $14,100,000 a day. In other 
words, the reduction in operating expenses effected between 
the first quarter of 1920 and the first quarter of 1922 was 
about $2,400,000 a day, and the reduction in what the 
public paid for railway transportation was about $2,340,000 
a day. Meantime there was an increase of over $86,000 a 
day in the taxes the public collected from the railways. 
Thus it appears that the public, in reductions in the amount 
it pays for transportation and in increases in the taxes it 
collects from the railways, has actually got benefits exceed- 
ing all the reductions in wages and other operating expenses 
which the railways have made. And now reductions of rates 
have been ordered on July 1 which will be absolutely out 
of the question except for the economies which have been 
effected. 

In view of such facts as the foregoing it is extremely diffi- 
cult to understand how any intelligent man can argue that 
government operation is more efficient than private operation, 
or that the public does not benefit by the superior efficiency 
of private operation. But, then, men do not have to be in- 
telligent to advocate government operation. Mr. Brookhart 
who has recently been nominated for senator from Iowa, 
estimated in testimony before a Senate Committee in Wash- 
ington in December, 1917, that railway operating expenses 
would be reduced over $400,000,000 a year under government 
control. The policy he advocated was adopted and operating 
expenses increased over $1,000,000,000 the first year. Mr. 
Brookhart apparently knows just as much about railway mat- 
ters now as he did before government control was adopted. 
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A Proposed Revision of the 
Operating Expenses Classifications 


HE INTERSTATE COMMERCE COMMISSION has requested 

the co-operation of the Railway Accounting Officers’ As- 
sociation in the matter of a proposed revision of the various 
railway accounting classifications. It is proposed to begin 
the work with the classification of operating expenses and 
the association has prepared a plan around which the dis- 
cussion will commence. The subject is being given prompt 
attention. A meeting with representatives of the I. C. C. 
Bureau of Accounts was scheduled to begin this week. Be- 
cause of the importance of the matter, the plan, as presented 
to the R. A. O. A. by its committee on disbursement accounts, 
is given in full on another page, as well as a brief analysis 
of the ideas by which the work will be guided. 

It will be noted from the plan that the basic element in 
the proposed changes is simplification. There is first of 
all a reduction in the number of primary accounts from 197 
to 69. One will notice in particular the treatment given 
depreciation. Under maintenance of equipment, for instance, 
the one primary account, “260, Depreciation” appears where 
in the present classifications there are 19 primary accounts. 
Whereas the 19 showed depreciation and retirements sep- 
arately for different classes of equipment, in the new single 
account these are all lumped together in a single figure. 

In the transportation accounts the outstanding factor is 
the simplification or the segregation into station, yard and 
road service; fuel, it is noted, is given special consideration. 
Another interesting development in the proposed classification 
is the creation of a new general account, “Casualties,” in- 
cluding damage to property, freight loss and damage, person- 
al injuries, etc., or, in general terms, loss or damage to prop- 
erty of others than the carrier. 

It is rather evident that the proposed classification is 
likely to be the subject of much argument on the part of the 
commission because the plan can hardly be said to follow 
out the ideas expressed by Alexander Wylie, director of the 
I. C. C. Bureau of Accounts, in his letter opening the matter, 
and Mr. Wylie on the floor of the convention said that the 
commission had hardly expected such a drastic reduction in 
the number of accounts. 

The Railway Age does not believe that the desired result in 
this work is a further refinement and sub-division. As a 
matter of fact, it is only too evident that the present classifi- 
cations are too refined as they are and that there is such a 
mass of details that it is very difficult to use the figures to 
greatest advantage. This has been evidenced in the rate 
cases and in cases before the Railroad Labor Board, where 
it was found that in spite of all the present details the 
basic facts that were desired were not easily to be ascertained. 
On the other hand, the Railway Age is not unduly impressed 
by what the R. A. O. A. disbursement committee has offered. 
It is, in truth, unable to agree with those who believe that 
the proposed changes represent progress, nor does it believe, 
under the circumstances, that with its present plan the R. A. 
O. A. will “get to first base” insofar as the Interstate Com- 
merce Commission is concerned. 

Of course, everybody will agree that simplification and 
economy are highly desirable. We have already spoken of 
the present degree of refinement and the inability to put this 
refinement to practical use. We do not believe, however, 
that simplification alone is a necessary remedy in the 
situation. 

Insofar as concerns particular matters of detail, attention 
is drawn to the steps taken with the depreciation accounts 
particularly in the case of equipment. Depreciation in rail- 
road accounting is distinguished, somewhat falsely, it is true, 
from retirements, primarily for the reason that in the past 
the charges to depreciation were not sufficient to take up all 
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but the salvage value of the equipment. However, admit- 
ting that fact, it must also be admitted that the retirement 
accounts at present have a special value because of the con- 
temporary bad-order car and unserviceable locomotive per- 
centages. Many of these locomotives and cars are awaiting 
retirements instead of repairs. They will be retired as soon 
as the situation can permit of charges to retirement account. 
It might further appear that the primary accounts will have 
a value in this connection that will be largely lost if the 
charge is made to an all inclusive depreciation account. 

The proposed general “Casualties” account, we venture to 
suggest, will be a much disputed affair. First of all, the 
name of the account is a poor one. It seems to have a refer- 
ence to personal injuries alone; the war is not well far 
enough behind us to keep it from having that connotation. 
Further, the contention is made that casualties are an element 
which must be expected and received like the weather, or, in 
other words, that such items “do not Jiave a direct bearing 
on transportation expenses.” This is a question. We be- 
lieve that they do and, in fact, it is for that reason that this 
paper has noted so favorably the attention which has been 
given to freight loss and damage campaigns. The argument, 
as a matter of fact, works both ways. It might be a ques- 
tion as to whether the freight loss and damage people will 
not be highly honored by the special attention given their 
work because freight loss and damage will make up much the 
larger proportion of the total casualties account. In fact, 
at first we thought that this recognition was what was in- 
tended. The accounting officers, however, have advised us 
otherwise. 

A great deal is made of the argument that any changes in 
the classification should reflect the new position which is 
given the Interstate Commerce Commission by the Trans- 
portation Act. The classification should be such that it is 
of greatest value to the carrier, to the I. C. C. and to the 
public. As the resolution passed by the R. A. O. A. meeting 
itself said, “The accounts should afford a prompt and ac- 
curate method of controlling expenditures for labor, fuel 
and material.” It is difficult to see how the reduction in the 
number of accounts and the questionable innovation of a new 
casualties journal account will succeed in securing the desired 
result. 

The proposed new classification further adds nothing 
new to railway accounting procedure. It gets nowhere at 
all in that important matter of enabling a student to deter- 
mine, for instance, whether the road is properly maintained 
or not. We are not prepared to assume that it might be 
possible to put it in the operating expense classifications but, 
nevertheless, the fact remains that we have no contribution 
whatever as to the argument about contract work, contract 
shops, etc., and other similar matters of leading importance 
under present conditions. 

These criticisms, we feel, are possibly a bit destructive 
rather than constructive. They prove, at any rate, that the 
R. A. O. A. and the Bureau of Accounts have no simple 
task before them. We hope, however, that the issue will be 
argued out on some other basis than that of simplication or 
expansion. The problem is not to be solved in as easy a 
manner as that. , 


Tue New Jersey BoArp of Taxes and Assessments has re- 
fused to make material reductions in the railroad assessments 
for 1922. Hearings on the appeals have continued through many 
weeks and the railroads submitted voluminous testimony regard- 
ing the value of railroad property in New Jersey. Aggregate 
valuation of these properties for taxes for 1922 was $415,135,518. 
The tax involved is $14,740,628, of which $5,684,789 will go to 
municipalities and $9,055,839 to the State. The board sustains 
the assessment with the exception of minor adjustments, which 
resulted in a total reduction of $1,535,020. 

















Classification Yard, West from Cemetery Street Viaduct 








New Haven Builds Freight Yards at Providence 


New Terminal Forms Important Unit in Broad Improvement 
Program to Effect Operating Economies 


HE New York, New Haven & Hartford, in completing 
TT its new Northrup Avenue freight terminal at Provi- 

dence, R. I., to meet present operating requirements, 
has taken another step in the development of the broad yard 
and terminal improvement plans which it has had under way 
for several years. This terminal is of the hump type with 
the same general characteristics of design, except as herein- 
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Permanent Location of Main Line Tracks at Cemetery Street 
Viaduct 


after outlined, as the Cedar Hill project at New Haven, 
Conn., which was described in the Railway Age of July 30, 


1920. 


The Northrup Avenue yard will have a capacity, when 
entirely completed, for receiving, classifying and forwarding 
2,500 cars per day, and will have ample facilities for the 
prompt dispatching of carload and less-than-carload freight 
as well as for the efficient handling of inbound and outbound 
power. It is one of three projects started by the New Haven 
previous to government control, to improve operating and 
traffic conditions and thus secure heavier train loading, in- 
creased train miles with a decrease in switching and other 
terminal expenses. 


New Yard Serves a Congested Territory 


The new yard is located partly in Providence and partly 
in Pawtucket in the center of freight train, transfer and 
switching movements in and out of the terminal from the 
numerous directions served. Providence is the center of a 
dense manufacturing section of New England, and the point 


of convergence of a large number of branch lines. This 
section is served almost exclusively by the New Haven, and 
it is estimated that it contains approximately one million 
population. Previous to the construction of this yard, traffic 
conditions had reached a point where it was imperative that 
the delivery of cars at freight houses and bulk yards be 
expedited, train delays reduced and terminal restrictions 
avoided. The congested situation then existing was ag- 
gravated further by the increased per diem rates—there being 
an average of about 50,000 foreign cars on the New Haven’s 
line daily—by high wages, the eight-hour day, time and one- 
half for overtime, and a possible shortage of labor. 

The New Haven has often been called a terminal rail- 
road. The outstanding reason for this expression is that this 
road delivers to destination on its rails, about 92 per cent of 
all the tonnage received at its gateways; while its mileage 
is only about one per cent of the mileage of the country, it 
serves almost entirely without competition, about 334 per 
cent of the population. 


Interchange at Harlem River and Maybrook 


The greater part of this interchange freight is received at 
the Harlem River yards at New York City via car-float and 
the Hell Gate bridge connection with the Pennsylvania, the 
Hell Gate bridge with the Long Island, and car float with 
the Lehigh Valley and the Central of New Jersey. Other 
freight in quantity is received at Maybrook, N. Y., moving 
east across the Hudson River over the Poughkeepsie bridge. 
Interchange at this point is with the Erie, the Lehigh & New 
England, the New York, Ontario & Western and through 
the connecting link of the Lehigh & Hudson River with the 
Delaware, Lackawanna & Western, the Central of New Jer- 
sey, the Philadelphia & Reading and the Baltimore & Ohio. 
Large numbers of cars are also interchanged at various 
junction points on the system with the Boston & Albany, 
which includes that from the New York Central, and with 
the Boston & Maine. 

Formerly this freight was classified almost entirely at 
Harlem River and at Maybrook for points east, the classifi- 
cation being limited, however, on account of lack of facilities, 
to groups destined for intermediate yards located at numer- 
ous points on the system where it was re-classified for further 
destination or yards. There was little opportunity under 
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this method for consolidation of freight movement into solid 
trains of heavy tonnage. Classifications at Harlem River for 
instance, were made for Boston, Providence, Worcester, Mid- 
way, Springfield, Hartford, New Haven, Waterbury, Bridge- 
port and other points. Similar classifications were made at 
Maybrook. These were far from sufficient for the straight 
train service necessary for transportation economy and quick 
dispatch of traffic. With the construction of the Cedar Hill 
and Providence yards, these classifications at Harlem River 
and Maybrook were largely reduced, and traffic was for- 
warded more rapidly. Excluding the perishables and New 
York City proper freight for Boston which moves in solid 
through trains, all freight destined for points east or north 
of Cedar Hill is now grouped into one classification and 
forwarded to that terminal. Freight at Maybrook is handled 
in like manner. As a result switching movements at Harlem 
River and Maybrook have been reduced 45 or 55 per cent. 
Likewise, switching movements at the many other points 
named have been greatly reduced, and in some instances, 
notably Midway, a former transit classification yard, they 
have been practically eliminated. 

Thus the New Haven has, in a way, consolidated itself 
into one main and one sub-group: Cedar Hill serving with 
direct classification, the greater part of western New Eng- 
land as well as the system as a whole, and Providence, serv- 
ing in like manner, although on a lesser scale, eastern New 
England. The inauguration of these terminal improvements 
has brought about many operating as well as other economies. 
Hitherto contemplated extensions to existing yards are no 
longer necessary, while considerable benefit has been derived 
from the greatly decreased switching movement, the heavier 
train loadings, the increased train miles and the lessened 
interference to passenger movement, the latter being a factor 
of marked importance on the New Haven. Some figures 
appearing in the last annual report reviewed recently in 
the Railway Age are indicative of the progress made along 
this line. In comparing 1915 with 1921, the report showed 
that although the ton-miles had increased 10.2 per cent, the 
increased traffic had been handled with a reduction under 
1915, of 21.15 per cent in freight train miles, and 22.9 per 
cent in freight switching miles. 


The Northrup Avenue Terminal 


The new terminal at Providence, as constructed, is sub- 
stantially two miles long and about one-sixth of a mile wide, 
extending from Woodlawn, a station in Pawtucket, to a point 
west of Branch avenue in Providence. The project occupies 
about 180 acres, and, differing from Cedar Hill, involves 
an arrangement of receiving tracks for both east and west- 
bound trains in the upper, or Woodlawn end, with a single 
hump, as nearly every train contains cars for all directions 
and routes; a large classification cluster and eastbound de- 
parture tracks. Westbound trains are dispatched from the 
classification tracks. The hump, located approximately mid- 
way of the yard, is provided with summer and winter 
gradients for the classification of both eastbound and west- 
bound freight by gravity. The receiving yards are inter- 
connected at the summer and winter humps through the 
medium of a diamond crossover. There is a similar cross- 
over installation in the leads from the hump to the classifi- 
cation yard, thus securing a maximum flexibility in operation. 

The descending grade approaching the hump reverses to 
one per cent for 690 ft. to the hump, from the apex of the 
hump to the scales it is 4.43 per cent for 70 ft., descending 
from this point on a 4.4 per cent grade for 38 ft., thence 
on a 2.45 per cent grade for 122 ft., and then on a one per 
cent grade for 600 ft., through the classification yard 
switches beyond which the grade continues to descend at 
the rate of 0.35 per cent through the yard. This involves a 
total drop from the hump to the end of the yard of 30 ft., 
or an average grade of about 0.65 per cent. The grades are 
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A Sketch Plan of the Track Layout 











June 17, 1922 


established with the view of running cars to the lower end 
of the yard at speeds slow enough so that they can be con- 
trolled readily at all points. 

Adjoining the hump is a small group of buildings desig- 
nated for certain definite purposes. The first is the car riders’ 
building, containing a rest room, locker room and toilet 
facilities, with a speeder car garage in the lower story. This 
building is so located as to be readily accessible to a point 
where the car rider should climb the car and test the brakes 

















East and Westbound Main Tracks on Temporary Locations 
to Permit Yard Construction 


before it has reached the hump. The next is the hump con- 
ductor’s office, where a man is located who controls the car 
cutter and signals for the movement of the hump engine. 
The third building in sequence is that of the hump master, 
located directly opposite the scales. It contains the weighing 
beam, a control heating plant, and also serves as general 
headquarters. The fourth building is the hump tower, where 
one man controls the electro-pneumatic interlocking for all 
the switches at the head end of the classification yard. 
Two speeder tracks have been installed, one for each unit 
of the main classification yard. These tracks are standard 
gage and extend from the car riders’ building down to the 
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free running engines are used for this purpose, and an aver- 
age round trip is made in from three to four minutes. 


Traffic Conditions Necessitate Provision 
for Additional Facilities 


Conditions of traffic in this section necessitate much re- 
classification, but as additional space was not available in 
the main layout because of topographical conditions, for the 
large number of classification tracks that would have been 
desirable (50 to 60), this will be met by the construction 
later of an auxiliary hump and classification yard located 
near the south end of the main layout. This unit will have 
the same facilities as the larger units, such as speeder tracks, 
offices, interlocking tower, controls, etc., and can be operated 
independently or by temporary transfer of the forces from 
the main unit, as may be desired. 

Other general features of the terminal include the provi- 
sion for caboose tracks, the arranging for tracks in the classi- 
fication yard to take cars requiring light or minor repairs, 
where such cars may be placed adjacent to the mill build- 
ings fully equipped to handle this class of work. The plan 
involves the provision for future construction of three 30-ft. 
platforms, 1,000 ft. long for handling and transferring 1.c.]. 
freight, certain tracks being set off in the classification yard 
for receipt of cars of this nature. Provision also has been 
made for an engine terminal adjacent to the hump, served 
by engine tracks passing under the hump, other tracks, and 
the main line by means of subways, thus insuring a free 
movement of power without interference to or suffering a 
restriction from the yard movements. A further development 
contemplates the construction of a coach yard with a capacity 
for about 250 passenger cars. 

In constructing this terminal it was necessary to take care 
of two streets which crossed the site. Previous to this work 
these streets had been carried over the existing tracks, and 
this procedure was followed in the final plan. The Cemetery 
Street viaduct which passes over the widest portion of the 
yard was re-located and is an entirely new crossing. It is 
interesting chiefly through the fact that it was built out of - 
an old bridge and consists of a series of spans on concrete 
piers. 

The original location of the main line tracks was some- 








Hump Tower, Hump Master’s Building, Hump 


throat of the yard where they are carried under the tracks 
in concrete tunnels and thence down through the yard be- 
tween the leads of each unit. This construction and arrange- 
ment is similar to that employed at Cedar Hill. Thus the 
maximum number of tracks which a car rider must walk 
across in order to secure conveyance back to the hump is 
not more than nine or ten, depending upon the number of 
tracks in each half of the unit. Gasoline motor cars with 








Conductor’s Building, and Car Riders Building 


what diagonally through the center of the tract of land. 
Thus in construction it was necessary to confine the grading 
operations to the side of the main line, to cut over the east- 
bound tracks to the southeasterly side of the yard in the loca- 
tion of the permanent tracks, and to place the westbound 
tracks on temporary locations at the northwest side of the. 
yard before any appreciable area was available for the lay- 
ing of 30 odd classification tracks. Partial re-arrangement 
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of the main line has since been made, the eastbound tracks 
having been moved to their permanent location on the south 
side of the yard for approximately their full length. The 
westbound tracks have been placed on temporary alignment 
to the north of the completed portion of the yard. With the 
completion of the project,.east and westbound passenger, 
and eastbound freight tracks will be located permanently 
along the south side of the yard, and westbound freight tracks 
on the north side of the yard. Thus the freight terminal 
will finally be between the freight mains. 

The Northup Avenue terminal was designed by and con- 
structed under the direction of the engineering department of 
the New York, New Haven and Hartford, Edward Gagel, 
chief engineer, and I. D. Waterman, engineer of construction, 
to whom we are indebted for the greater part of the data 
contained in this article, both directly and through the me- 
dium of a paper presented by Mr. Waterman before the 
Providence Engineering Society. J. B. Trumbull, assistant 
engineer, was in charge of the field work. 


Hearings on Transportation 
Act Amendments Postponed 


Wasuinecron, D. C. 
HE House CoMMITTEE on interstate and foreign com- 
T merce decided on June 13 to postpone further hearings 
on the Hoch and Sweet bills providing for amendment 
of the rate-making provisions of the transportation act, until 
the December session of Congress. 

“There has been a growing conviction in the committee 
that much of an important character has occurred since the 
hearings began in the way of court decisions and notably in 
respect of an agreement on a plan of co-operation for the 
future which has been reached between the Interstate Com- 
merce Commission and representatives of the state commis- 
sions,” Representative Winslow, chairman of the committee, 
said. 

“A copy of this agreement has been filed with our com- 
mittee and indicates quite clearly that the Interstate Com- 
merce Commission and the representatives of the state com- 
missions look very hopefully to the plan adopted by them as 
furnishing a solution of some, at least, of the troublesome 
problems with which they have to deal, and to which the 
proposed amendments to the transportation act in large part 
relate. 

“In view of this, the House committee on interstate 
and foreign commerce has concluded it best to observe the 
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operation of the plan agreed on by the two sets of commis- 
sions, federal and state, before taking action on the proposed 
amendments, as manifestly experience of the co-operation 
plan agreed on will furnish the committee with much val- 
uable light in dealing with the question of amendments to 
the transportation act. 

“The committee accordingly determined to take no further 
action until the December session, so that it may then have 
before it information not now available, which may prove 
important, if not controlling, in respect to the action which 
it is best in the public interest for our committee to take.” 

Hearings on the railroad bills were begun before the com- 
mittee on February 23. Advocates of the proposed changes 
have been heard as well as a few witnesses for the railroads 
in opposition. Chairman Winslow said that there were many 
witnesses for the trunk line railroads and the short line 
railroads, as well as for the Interstate Commerce Commission 
yet to be heard. 

The decision to postpone the hearings makes it practically 
certain that there will be no changes in the transportation 
act in the meantime. The Senate interstate commerce com- 
mittee has done nothing on the Capper and Nicholson bills, 
which are similar to the Hoch and Sweet bills, and both the 
Senate and the House have important bills to act upon before 
they can adjourn for the summer. 

The mileage book bill was formally reported to the House 
on June 13, in accordance with the vote of the committee 
the week before. 

President L. F. Loree of the Delaware & Hudson is to 
testify before the Senate committee in the general railroad 
investigation on June 19. 

It appears that the bill, H. R. 11,822, to amend the 
transportation act, introduced in the House by Represen- 
tative Newton of Minnesota, as mentioned in last week’s 
issue, which proposes to omit from the act the provision 
for a definite percentage rate of return, was prepared by 
R. C. Fulbright, chairman of the Legislative Committee 
of the National Industrial Traffic League, in pursuance 
of the action of the league at its meeting held in Wash- 
ington on January 27. The bill provides that the com- 
mission shall give consideration to the right of the rail- 
roads to earn a fair return under honest, efficient and 
economical management, and it also amends the provisions 
relating to state rates and construction of new lines or 
extensions wholly within one state. It is understood that 
there was no intention of pressing the bill at the present 
time, but to have it introduced so that it could be given 
study against the time when the subject may be taken up 
again. 
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Rail Union Chiefs in Conference at Cincinnati. Left to Right: E. H. Fitzgerald, Frank Paquin, Timothy Healy, Edward Tegtmever, W. H. Johnston, D. W. 
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Hungarian Locomotive, Built at the State Railroad Shops 








Hope for Normal Railroading in Central Europe 


Free Movement of Traffic Over International Boundaries Seen as 
Resul+ of Portorose Conference 


By Brice Clagett 
Formerly Assistant to the Director General, U.S.R.A. 


UTSIDE OF THE EXCHANGE situation probably the great- 
est obstacle to the restoration of “normalcy” in Europe 
since the war has been the disorganized state of the 

railroads. This has been particularly true in Central Europe. 
There the disorganization which has come to railroads 
throughout the world, as a result of high war costs and 
inefficiency, has been intensified by the breaking up of the 
formerly thoroughly synchronized railroad systems of the 
old Austro-Hungarian empire. Parts of that old empire were 
given by the treaties of peace to seven so-called “succession” 
states and with the ceded territories have gone parts of the 
railroad systems. The results have been disastrous to the 
orderly conduct of the railroad business. Until within the 
last few months no definite beginning had been made towards 
the adoption of remedial measures. 

The greatest step forward and one which gives the richest 
promise for the future, has come as the result of the initiative 
of an American, Colonel C. B. Smith, of the American army, 
who for many months served as the American unofficial 
delegate, or “observer,” on the Austrian section of the Rep- 
arations Commission. Colonel Smith realized early in his 
work the need for bringing harmony out of the chaos in 
Central Europe and proposed that the states which had 
become the heirs of the Austro-Hungarian empire should sit 
down in conference and settle their differences. The result 
was the Portorose Conference, held recently in Italy, the 
results of which may now be assessed. 


New States Afraid to Let Cars Leave Their Borders 


This conference dealt with a variety of questions bearing 
upon the commercial and economic relationship between the 
succession states, but probably the greatest question facing 


it was the railroad situation. The railway mess resulting 
from the division of the old Austro-Hungarian empire is 
almost inconceivable to Americans, where the exchange of 
cars between lines has been long regulated and where the 
only international problems have to do with the minor ques- 
tions affecting Canada and Mexico. This was true likewise 
in Central Europe before the war but had altogether changed 
after the peace. 

Since the earliest days of development of railway com- 
munications the idea that the run of freight cars should not 
be limited by the boundaries of the various railway admin- 
istrations of different nations has been one of the most impor- 
tant foundations of business management. Before the wat 
there existed in Europe agreements for the interchange of 
railway cars. After the war there was an irresistible need 
for modernizing these agreements and, as a result, the asso- 
ciation of German railway administrations and of the ad- 
ministrations of the other countries made a new agreement 
known as the “Government of Stresa,” which took effect on 
January 1, 1922. Under this agreement a modern basis was 
reached for the circulation of freight cars between the lines 
of the railway companies to which they belonged, and their 
free movement and the uses to which they might be put was 
considerably extended. 

Within the territory of the succession states of Austria 
and Hungary, however, there was a serious difficulty. The 
“Government of Stresa” could only apply to those freight 
cars which belonged to a state and were its unquestionable 
property. There was no recognized ownership to most of the 
rolling stock formerly belonging to the Austro-Hungarian 
empire. The division of this rolling stock was provided for 
in the treaties of St. Germain and Trianon and had been 
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entrusted to a commission which has been at work ever since. 
It was clear that the division of 200,000 freight cars, 32,000 
passenger, baggage, service and mail cars, and 12,000 loco- 
motives would require a long time. Up to the present the 
ownership of approximately 40,000 freight cars and 3,000 
locomotives only has been settled. 


Ownership of Cars in Doubt—Car Hoarding the Result 


The difficulty in Central Europe has been caused by the 
remaining equipment. Each nation has held the equipment 
actually in its possession for fear it might be kept if per- 
mitted to go into another country. This fear gave rise to 
car hoarding which ended in an almost complete stoppage 
of circulation between national boundaries. In many cases 
when a loaded freight train arrived at one boundary the 
originating country would not permit it to go in a neighbor- 
ing state until an equivalent amount of equipment had been 
delivered at the boundary. The resulting chaos need not be 
described. 

It is also unnecessary to recite the very earnest efforts 
made to remedy this situation prior to the Portorose Con- 
ference. It is sufficient to indicate that none of them were 
completely successful. 

It is greatly to the credit of the American, Colonel C. B. 
Smith, that the Portorose Conference settled many of these 
outstanding questions and placed others on the route to set- 
tlement. At this conference a series of special agreements 
were drawn up which are to affect all the seven countries 
concerned. 


The New Agreement 


Without going irto irksome details it may be indicated 
that the most important agreement reached had as its object 
co facilitate national passenger travel and transportation of 
oaggage and freight. The principal provisions of this first 
agreement are as follows: 


1 The setting up of a general obligation to do away with diffi- 
culties in the way of passenger and freight transportation in Cen- 
tral Europe, particularly to open the most important border states 
for international communications. 


2 The provisions that in case of limitations of communications 
in one country, the railway administrations are to give to each 
other mutual assistance in the way of maintaining import and ex- 
port and transit. The transportation of persons and goods of 
foreign nationality is not to be hampered or restricted more than 
that of the country itself. 

3 The restoration of through international trains for passenger 
traffic and of through cars, 

4 The obligation of the contracting states to make agreements 
for long haul freight and in regard to hastening the transport of 
sealed shipments, especially of necessities such as food, cattle, fuel, 
etc. 

5 The obligation to restore through rates as soon as is prac- 
ticable, and, in the meantime, to take measures to make possible 
a reliable estimate of the cost of international passenger traffic and 
of the transportation of at least the most important commodities. 

6 The obligation that the rates of exchange fixed by the col- 
lecting railway administrations shall as hitherto regulate payment, 
but that these shall not be so used as to favor or prejudice any 
particular route. 

7 The highly important provision that customs inspection at 
the boundaries shall be conducted so that goods may be cleared 
at any hour of the day or night and also on Sundays and holidays, 
that goods in transit shall not be subject to customs formalities, 
and the mutual recognition of customs seals. Perishable goods 
sent by express are to enjoy the same privileges as traveler’s bag- 
gage. 


The arrangements above-mentioned are to go into effect 
between any two states as soon as both have ratified it and 
there is every indication that such ratifications will follow 
shortly. 


Special Agreements 


In addition to this general agreement there were five spe- 
cial agreements adopted by the conference, the broad provi- 
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sions of the three most important of which are shown in 
the following: 


(ay Jointly owned cars, now in the actual possession of each 
individual state, shall be provisionally marked as the property of 
that state without regard to their ultimate definite allotment by 
the commission established for that purpose. These cars, as well 
as all others previously marked with the sign of a nation on the 
basis of any presumptive or actual ownership, shall from January 
1, 1922, be treated internationally as if they were the rightful 
property of the state in question. This agreement also contained 
provisions for the settlement of car debts between the succession 
states and also for rentals. A provision was made that the cars 
taken by the ex-enemy powers from foreign countries as war 
booty shall, until their final ownership is decided, remain in the 
domestic trade of the country now possessing them. Finally, a 


. committee of technical experts was set up for carrying out these 


agreements and the same committee is to consider necessary cor- 
rections in the accounts of war rentals. 


(b) The governments shall restore to their former owners the 
private cars in their possession. 


(c) Cars belonging to car renting companies, not claimed as 
war booty and with regard to which there is no new rental con- 
tract, shall be restored to their owners and not marked with any 
new sign of ownership. 


115,000 Cars 


As has been pointed out by railroad experts in the succes- 
sion states, the chief importance of these agreements lies in 
the fact that they make international agreements in regard 
to the reciprocal use of cars applicable to some 115,000 cars 
of the combined stock. While these cars hitherto could only 
be used within the territory where they happened to be, in 
the future they will be subject to exactly the same regulations 
as the rightful property of each individual railway adminis- 
tration. Here again there are strong indications that these 
agreements will be carried out practically and in a spirit of 
mutual confidence different from the antagonism hitherto 
existing since the war. 

In addition to these definite agreements, other miscella- 
neous railroad problems were considered at the Portorose 
Conference, but probably the outstanding achievement was 
that the officials running the railroads in the succession 
states were enabled to sit down together, talk over their prob- 
lems and agree on common methods for beginning at least 
the restoration of normal railroad conditions in Central 
Europe. 


Board Hears New York 
Central Piece Work Dispute 


Hearings on the charge made by Mr. Jewell that the New 
York Central had illegally established piece-work in several 
of its shops were held before the Labor Board on June 9 
and 10. J. F. McGrath, vice-president of the Railway Em- 
ployees department of the American Federation of Labor, 
charged that the shop employees involved on the New York 
Central were coerced into accepting piece-work in violation 
of the rules of the Labor Board, and the intent of the Trans- 
portation Act. 

Jacob Aaronson, attorney for the New York Central, con- 
tended that 98 per cent of the men in the shops involved in 
the controversy had voted in favor of piece-work. A similar 
contention was made by representatves of the employees on 
June 10, and the case is now in the hands of the Board. 

The shop crafts’ strike ballot will be counted in Chicago, 
beginning on June 25, Mr. Jewell announced recently. The 
executive committees of the six shop crafts organizations will 
convene in Chicago on June 24, preparatory to canvassing 
the vote which has been made returnable June 25, instead of 
June 30, in order to make the results known to the men in- 
volved before July 1, when the lower rates of pay go into 
effect. _ 








Revision of Operating Expense Classification 


Now Under Consideration by I. C. C. Which Is Receiving 
Co-operation of Accounting Officers’ Association 


PROPOSED REVISION of the operating expenses classifi- 
A cations was one of the leading matters offered for 
consideration before the thirty-fourth annual meeting 
of the Railway Accounting Officers’ Association at Cleveland, 
Ohio, June 6 to 9. The matter was taken up by the Ac- 
counting Officers’ Association in response to a communication 
from the I. C. C. Bureau of Accounts, advising that that 
bureau was considering proposed revisions of the various 
railway accounting classifications and asking the co-operation 
of the Railway Accounting Officers. The plan, which is 
offered for consideration, was prepared by the R. A. O. A. 
committee on disbursement accounts. The association has 
appointed a special committee headed by John Hurst, as- 
sistant comptroller of the Pennsylvania Railroad at Pitts- 
burgh, and is also in the hands of the committee on general 
accounts. The matter was scheduled to be taken up with the 
Interstate Commerce Commission representatives this week. 
In the communication mentioned above from the Bureau 
of Accounts, Alexander Wylie, the director, said in part: 


“The co-operation of the Accounting Officers’ Association has been an 
invaluable aid to the commission in the original compilation of the steam 
road accounting classifications and in the revisions which have heretofore 
been made. In the revision which is now being undertaken, the same help- 
ful co-operation of the association is confidently counted upon. 

“Much of the necessary preliminary detail work has already been accom- 
plished by this bureau. It is desirable, however, in advance of the com- 
pleticn of this phase of the work, to determine the advisability of prescribing 
sub-accounts in some of the primary operating expense accounts, by which 
2 separation may be uniformly provided between the cost of labor, material 
and other items, and perhaps a further subdivisicn of those items of expense 
made between freight, passenger and common. 

“I would greatly appreciate the views of the association in this con- 
nection, and would be glad to be favored with its recommendations as to 
other changes which it feels should be incorporated in the revised classifi- 
a * * 


Mr. Wylie’s letter was dated March 31, 1922. In reply 
to it, under date of April 4, President J. J. Ekin of the 
association, answered in part as follows: 


Your letter of March 31st has just come to hand. The kind expressions in 
regard to the co-operation and aid to the Commission on the part of the 
Accounting Officers’ Association in the original compilation of the steam roads 
accounting classification and in the revisions whch have been made, are 
indeed very pleasing to me, and I know will be appreciated by the members 
of our association. In the revision which you now state is being undertaken, 
it is the earnest wish and desire of our association to co-operate with you to 
the fullest extent. 

You will recollect at our conference of February 4, 1922, we discussed 
this subject in considerable detail, and I then expressed the opinion that it 
was not a refinement and further extension of the classification that was 
desired. At that time, and in our subsequent discussions, I mentioned the 
fact that the nearer we can have the disbursements accounts reflect the 
current expenditures for labor—payrolls—fuel, and material and supplies, the 
more useful the accounts will become as a check and record of these items of 
cost, and I strongly urged that the revised classification should show separ- 
ately, with as few accounts as possible, the direct items of expense for labor, 
fuel, and material and supplies, the aggregate of which constitutes the cost 
cf maintaining and operating the railroad properties. This fact was very 
forcibly impressed on me through the requirements of the Interstate Com- 
merce Commission in the recent rate hearings, the Senate Investigation, and 
the preparation of data before the United States Railroad Labor Board. 

The revisicn cf the disbursement classification should be approached in the 
light of present conditions prevailing under the Transportation Act. The 
accounts should afford a prompt and accurate method of controlling expenses 
represented by disbursements for labor, fuel and material, and the classifi- 
caticn should directly reflect these elements. There should be a decided 
reducticn, instead of an expansion, in the number of accounts. The Stand- 
ing Committee on Disbursements Accounts of this association has been giving 
the subject of revision and simplification of the disbursements classification 
earnest study during this year, and your representative has participated in 
these discussions. . : ’ . 

As you are aware, consideration has and is now being given to the subject 
of szatistical requirements cf the Interstate Commerce Commission and other 
Federal and State Boards or Commissions. The statistics should logically 
flow from the accounts, and for that reason I believe we should commence 
with the disbursement classification so that the physical and other statistics 
will naturally coordinate with the accounts, reflecting in a simple and direct 
manner the facts developed relating to maintenance and operation of the 
property. 


Mr. Ekin’s letter, besides serving to give the Interstate 
Commerce Commission the benefit of the ideas of the asso- 
ciation, was also used as a guide by the disbursements com- 
mittee in preparing its plan. Probably the most striking 
feature of the plan as presented was the reduction in the 
number of primary accounts from 197 to 69. The plan 
received considerable discussion on the floor of the conven- 


tion. Mr. Hurst, chairman of the sub-committee, pointed 
out that it was thought that the proposed revision would 
permit access to the figures most demanded and that it would 
allow such access without the necessity of special study. He 
also mentioned the fact that it would permit of greater 
economy in railway accounting work and that there would 
be less of the hair splitting now required in allocating the 
expenses to the particular accounts. 

Mr. Wylie, director of the I. C. C. Bureau of Accounts, 
who was present at the convention, was requested to state 
the views of his bureau. He said that one of the principal 
reasons for a revision of the accounts was that the Trans- 
portation Act, by putting new responsibilities upon the Inter- 
state Commerce Commission, created requirements which 
made changes necessary to suit new conditions. He ex- 
pressed the idea that his bureau was prepared to take up the 
work at an early date and explained that he wanted an ex- 
pression of the views of the association as a whole concern- 
ing the proposed revision. He added, however, that the In- 
terstate Commerce Commission had hardly expected such a 
radical cut in the number of the primary accounts as the 
committee had proposed. The action of the association was 
to refer the matter to its committee on general accounts and 
in response to Mr. Wylie’s request for an expression of 
opinion, the association put the latter in a resolution. 


Reduction in Number of Primary Accounts 


As above noted, the proposed revision as made by the 
R. A. O. A. disbursements committee, reduces the number 
of primary accounts from 197 to 69. In particular, it cuts 
down the number of depreciation accounts and shows under 
maintenance of way one depreciation account in place of the 
present 34, and under maintenance of equipment, a single 
depreciation account in place of the present 19 retirement 
and depreciation accounts. Another feature is the creation 
of a new general account headed “Casualties” and through- 
out the entire classification one will notice an attempt to 
segregate labor and material and in the case of transporta- 
tion expenses, station, yard and road service. Because of 
the importance which this matter bears to all departments 
of railway service, the plan of the disbursements committee 
is reproduced in full. 


Your committee has undertaken to prepare some suggestions in 
connection with the contemplated revision, by the Interstate Com- 
merce Commission, of the Classification of Operating Expenses, 
prescribed by the commission for steam roads—with a view of 
reducing the number of primary accounts and preparing a class- 
ification of accounts more comprehensive in scope than that now 
in use, 

The present classification, which became effective July 1, 1914, 
was built up from the classifications in use by individual carriers 
before the Interstate Commerce Commission undertook the regula- 
tion of the accounting systems for steam carriers, in accordance 
with Section 20 of the Interstate Commerce Act. The revision 
of 1914 constituted an enlargement of the classification prescribed 
by the commission in 1907 and did not change the general view- 
point of the system of primary accounts. The principal change in 
1914 was in the matter of providing accounts for depreciation 
applicable to each material account which covered the maintenance 
of fixed improvements. 

In the revision proposed by your committee, fifty depreciation 
accounts are eliminated. 

The general make-up of your committee’s suggested classification 
follows the lines heretofore in use; that is to say, departmental 
general accounts have been provided, which are fundamentally a 
part of the American system of railway accounting. . 

In the use of the proposed classification, it is intended that a 
separation shall be made, for the primary accounts, of the elements 
of labor, material, and miscellaneous items, this information hay- 
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ing been found necessary in a great many instances, and your com- 
mittee believes it to be of paramount importance looking to the 
economical and efficient operation of the railroads. 

The commission requires a separation of the primary accounts of 
expenses as between passenger and freight services, and a similar 
requirement may be made in connection with the revised classifica- 
tion of operating expenses. ‘ 

The present requirements of the commission are that the main- 
tenance of way and structures expenses be divided between road 
and yard. It is the opinion of your committee that this division 
cannot be measured with even approximate correctness, in view 
of the joint use made of the tracks in yards by both road and 
——s services, and recommends that this division be not re- 

uired. 
. A few of the important changes under the general account head- 
ings are as follows: 


1. MAINTENANCE OF WAY AND STRUCTURES 


It will be noted that the four principal material accounts are not 
changed, it being the intention to carry, in one account, all the labor 
applying and renewing these materials. The opinion of your com- 
mittee is that an accurate separation of the labor costs of applying 
ties, rails, ballast, and other track materials, is a practical impos- 
sibility. 

A general grouping has been provided for the maintenance of 
buildings and other structures instead of the separation of this 
account into seventeen different items. There seems to be no par- 
ticular reason or advantage in a separation of the different classes 
of structures. 

The item of insurance has been continued for the reason that it 
is intended the premiums for insurance upon the company’s own 
property shall be included in the general accounts to which that 
property applies. 

2. MAINTENANCE OF EQUIPMENT 

No particular changes are proposed in the accounts under this 

general head except the merging of the depreciation and retire- 


ment accounts and the consolidation of the steam and other 
locomotives and miscellaneous equipment. 


3. TRANSPORTATION—RAIL LINE 


In the treatment of the transportation accounts consideration 
has been given to the thought that they embrace three kinds of 
service—station, yard, and road—and the proposed classification 
has been prepared so as to concisely group the expenses incident 
to these three classes of service. 


CLASSIFICATION 


Proposed Primary Accounts 


RAILWAY AGE 


Vol. 72, No. 24 


It was deemed advisable, however, to have separate accounts 
for locomotive fuel, as this constitutes a very important element 
of the cost of operation. 


4. ‘CASUALTIES 


In the present classification, the principal items covering casual- 
ties are grouped following the expenses of transportation, and it 
seemed to your committee that it would be much better to deal 
with them in a separate general account for the reason that such 
items as damage to property do not have a direct bearing on trans- 
portation expenses. 

It is intended that this general account shall contain only expend- 
itures made .in connection with loss or damage to property of 
others than the carrier. 

One account has been provided herein to include injuries to all 
persons instead of separating this item among the other general 
accounts. 

It is intended that all payments for insurance or accruals to an 
insurance fund to cover losses of the above character shall be in- 
cluded in the appropriate primary accounts under this general ac- 
count. 

5. TRANSPORTATION—WATER LINE 


No changes have been proposed in this general account. 
6. MISCELLANEOUS OPERATIONS 


The expenses incident to operation of sleeping cars have been 
transferred from transportation expenses, and a number of minor 
items have been consolidated in “Other Miscellaneous Operations.” 


7. TRAFFIC 


The position of this general account has been changed for the 
purpose of bringing it nearer to the general expenses, as it consti- 
tutes a part of the “overhead expenses” of operating the railroad. 


8. GENERAL 


Your committee does not consider it necessary to continue the 
separation of the salaries and expenses of general officers, clerks, 
and attendants, the account as now proposed being analogous to 
the supervision accounts provided under the other general accounts. 


9. TRANSPORTATION FOR INVESTMENT 


No change is proposed by your committee except the assignment 
of a primary account. 

The following is a list of the primary accounts recommended 
by your committee, together with self-explanatory notes with re- 
spect to certain eliminations: 


OF OPERATING EXPENSES 


Present Primary Accounts 


I, MAINTENANCE OF Way AND STRUCTURES 


201. Supervision. 

202. Ties. 

203. Rails. 

204. Ballast 

205. Other track material. 

206. Roadway and track-labor. 

207. Other roadway and track maintenance. 


208. Bridges and elevated structures. 
209. Signals and interlockers. _ 

210. Telegraph and telephone lines. 
211. Electric power systems. 


212. Buildings and other structures. 


213. Insurance. 
214. Depreciation. 


215. Equalization. 
216. Joint facilities—Dr. 
217. Joint facilities—Cr. 


Notr—Present account 274, “Injuries to Persons,” 


to be eliminated, and 
assigned to general account IV., “ 


ualties,” primary account 354. Present 


201. Superintendence; 276, Stationery and printing. 

212. Ties. 

214. Rails. 

218. Ballast. 

216. Other track material. 

202. Roadway maintenance; 220, Track laying and surfacing. 

267. Paving; 269, Roadway machines; 271, Small tools and supplies; 272, 
Removing Snow, Ice and Sand; 273, Assessments for public improvements. 

208. Bridges, trestles and culverts; 210, Elevated: structures. 

249. Signals and interlockers. 

247. Telegraph and telephone lines. 
_ 251. Power plant dams, canals, and pipe lines; 253, Power plant build- 
ings; 255, Power substation buildings; 257, Power transmission systems; 259, 
Power distribution systems; 261, Power line poles and fixture; 263, Under- 
ground conduits. 

204. Underground power tubes; 206, Tunnels and subways; 221, Right 
of way fences; 223, Snow and sand fences and snow sheds; 225, Crossings 
and signs; 227, Station and office buildings; 229, Roadway buildings; 231, 


Water stations; 233, Fuel stations; 235, Shops and engine houses; 237, 
Grain elevators; 239, Storage warehouses; 241, Wharves and docks; 243, 
Coal and ore wharves; 245, Gas producing plants; 265, Miscellaneous 
structures. 

275. Insurance. 

203. Roadway depreciation; 205, Underground power tubes, depreciation; 


207, Tunnels and subways, depreciation: 209, Bridges, trestles and culverts, 
depreciation; 211, Elevated structures, depreciation; 213, Ties, depreciation; 
215, Rails, depreciation; 217, Other track material, depreciation; 219, Bal- 
last, depreciation; 222, Right of way fences, depreciation; 224, Snow and 
sand fences and snow sheds, depreciation; 226, Crossings and signs, deprecia- 
tion; 228, Station and office buildings, depreciation; 230, Roadway buildings, 
depreciation; 232, Water stations, depreciation; 234, Fuel stations, deprecia- 
tion; 236, Shops and engine houses, depreciation; 238, Grain elevators, de- 
preciation; 240, Storage warehouses, depreciation; 242, Wharves and docks, 
depreciation; 244, Coal and oil wharves, depreciation; 246, Gas-producing 
plants, depreciation; 248, Telegraph and telephone lines, depreciation; 250 
Signals and interlockers, depreciation; 252, Power plant dams, canals, an 
ipe lines, depreciation; 254, Power plant buildings, depreciation; 256, 
ower substation buildings, depreciation; 258, Power transmission systems, 
depreciation; 260, Power distribution systems, depreciation; 262, Power line 
poles and _ fixtures, depreciation; 264, Underground conduits, deprecia- 
tion; 266, Miscellaneous structures; 268, Paving, depreciation; 270, Roadway 
machines, depreciation. 


280. Equalization—Way and Structures. A 
278. Maintaining joint tracks, yards and other facilities—Dr. 
279. Maintaining joint tracks, yards and other facilities—Cr. 


account 277, “Other Expenses,” to be eliminated, and distributed to the 
appropriate primary accounts. 
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II. MAINTENANCE OF EQUIPMENT 





Proposed Primary Accounts Present Primary Accounts 

251. Supervision. 361. Superintendence; 334, Stationery and printing. 

252. Shop and power plant machinery. 202. Shop machinery; 304, Power plant machinery; 306, Power substation 
apparatus. 

253. Locomotives. 308. Steam locomotives; 311, Other locomotives—repairs. 

254. Freight train cars. 314, Freight train cars—repairs, 

255. Passenger train cars. 317. Passenger train cars—repairs. 

256. Work equipment. 326. Work equipment—repairs, 

257. Marine equipment. 323. Floating equipment—repairs. 

258. Miscellaneous equipment. 320. Motor equipment of cars—repairs; 329, Miscellaneous equipment— 
repairs. 

259. Insurance. 333. Insurance. 

260. Depreciation. 303. Shop machinery, depreciation; 305, Power plant machinery, depre- 


ciation; 307, Power substation apparatus, depreciation; 309, Steam locomo- 
tives, depreciation; 310, Steam locomotives, retirements; 312, Other locomo- 
tives, depreciation: 313, Other locomotives, retirements; 315, Freight train 
cars, depreciation; 316, Freight train cars, retirements; 318, Passenger train 
cars, depreciation; 319. Passenger train cars, retirements; 321, Motor equip- 
ment of cars, depreciation; 322. Motor equipment of cars, retirement; 324, 
Floating equipment, depreciation; 325, Floating equipment, retirements; 327, 


Work equipment, depreciation; 328, Work equipment, retirements; 0, 
Miscellaneous equipment, depreciation ; 331, Miscellaneous equipment, re- 
tirements. 
261. Equalization 338. Equalization equipment. 
262. Joint equipment—Dr. 336. Maintaining joint equipment at terminals—Dr. 
263. Joint equipment—Cr. 337. Maintaining joint equipment at terminals—Cr. 


NotE—Fresent account 332, “Injuries to Persons,’ assigned to general Expenses,’ to be eliminated and distributed to the appropriate primary 
account IV, “Casualties,” primary account 354. Present account 335, “Other accounts. 


III. TRANsPoRTATION—RaiL LINE 


301. Supervision. 371. Superintendence; 372, Dispatching trains. 

302. Station service. 373. Station employees; 5 , Weighing, inspection and demurrage bureaus; 
375, Coal and ore wharves; 376, Station supplies and expenses; 414, Insurance 
(see note below) 

303. Fuel for yard locomotives. 382. Fuel for yard locomotives. 

304. Electric power for yard locomotives. Rance Yard switching power produced; 384, Yard switching power pur- 
chased. 

305. Other yard service. 377. Yard masters and yard clerks; 378, Yard conductors and brakemen; 


379, Yard switching and signal tenders: 380, Yard enginemen; 381, Yar 
motormen; 385, Water for yard locomotives; 386, Lubricants for yard loco- 
motives; 387, Other supplies for yard locomotives; 388, Enginehouse expenses 


—yard; 389, Yard supplies and expenses. 

306. Joint yards and terminais—Dr. 390. Operating joint yards and terminals—Dr. 

307. Joint yards and terminals—Cr. 391. Operating joint yards and terminals—Cr. 

308. Fuel for road locomotives. 394. Fuel for train locomotives. 

309. Electric power for road locomotives. 395. Train power produced. 396, Train power purchased. 

310. Other road service. 392. Train enginemen; 393, Train motormen; 397, Water for train loco- 
motives; 398, Lubricants for train locomotives; 399, Other supplies for train 
locomotives; 400, Enginehouse expenses—train; 401, Trainmen; 402, Train 
supplies and expenses; 405, Crossing protection; 406, Drawbridge operation. 

311. Signal and interlocker operation. 404. Signal and interlocker operation. 

312. Telegraph and telephone operation. 407. Telegraph and telephone operation. 

313. Marine equipment operation. 408. Operating floating equipment. 

314. Joint tracks and facilities—Dr. 412. Operating joint tracks and facilities—Dr. 

315. Joint tracks and facilities—Cr. N 413. Operating joint tracks and facilities—Cr. 

Notes 
Present account 403, “Operating Sleeping Cars,” to be eliminated, and exception of the part ‘‘Premiums on Fidelity Bonds of Emplo Sag oo is 
assigned to general account VI, “Miscellaneous Operations,” primary ac to be assigned to 302, “Station Service,” or other accounts a 
count 373. 5 Present account 415, “Clearing Wrecks,” to be eliminated, ar Ginstoued 
Present account 409, “Express Service,” to be eliminated, and distributed to the appropriate primary accounts. 
to the appropriate primary accounts. 4 oer The following present accounts: 
Present account 410, “Stationery and Printing,” to ¥%e eliminated, and 416. Damage to Property. 
distributed to the appropriate primary accounts. 417. Damage to Live Stock on Right of Way. 
Present account 411, “Other Expenses,” to be eliminated, and distributed 418. Loss and Damage—Freight. 
to the appropriate primary accounts. d 419, Loss and Damage—Baggage. 
Present account 414, *“Tnsurance,” to be eliminated, and assigned to appro- 420. Injuries to Persons. 


priate primary accounts under general account IV, ‘Casualties,’ with the are to be eliminated and transferred to general account IV, “Casualties.” 


IV. Casvua.tiEs 


351. Supervision. (See nete below.) 

352. Damage to property. 416. Damage to property; 417, Damage to live stock on right of way. 

353. Loss and damage—freight and baggage. 418. Loss and damage—freight; 419, Loss and damage—baggage. 

354. Injuries to persons. 274. Injuries to persons; 332, Injuries to persons; 420, Injuries to 
persons. 


Notr.—This account is to include pay, office rent, traveling, office and other expenses of general, chief and freight claim agent assistants, and 
subordinates, including traveling claims adjusters, claim clerks, loss and damage prevention kureau, and others engaged in handling claim matters. 


V. TRANSPORTATION—WaAtTER LINE 


361. Operation of vessels. 431. Operation cf vessels. 
362. Operation of terminals. 432. Operation of terminals. 
363. Incidental. 433. Incidental. 
VI. MiscELLaNgzous OPERATIONS 
371. Dining and buffet service. 441, Dining and buffet service. 
372. Hotels and restaurants. 442, Hotels and restaurants. 
373. Operating sleeping cars. 4U3. Operating sleeping cars. 
374. Other miscellaneous operations. 443, Grain elevators; 444, Stock yards; 445, Producing power sold; 446, 
Other miscellanecus operations. 
VII. TrarFric ’ 
381. Supervision. 351. Superintendence; 354, Traffic asscciations; 357, Insurance; 358, 
Stationery and printing (see note below). 
382. Solicitation. 352, utside agencies; 255, Fast freight lines. 
283. Advertising. 353. Advertising; 356, Industrial and immigration bureaus. 
384. Tariffs. 358. Stationery and printing (see note below). 
Nores 


Present account 358, ‘‘Stationery and Printing,” to be eliminated and distributed to accounts 381 and 384, 
Present account 359, “Other Expenses,” to be eliminated and distributed to the appropriate Be Bice accounts. 


VIII. GENERAL 


. General Administration. 451. Superintendence; 452, Salaries and expenses of clerk 
401. G ants; 453, General office supplies and expenses. ° 2 san tend 
402. Law Expenses. 454. Law expenses. 

403. Relief department expenses. 456. Relief department expenses. 
404. Pensions. 457. Pensions. 
405. Valuation expenses. 459. Valuation expenses, 
406. Other expenses. 460. Other expenses. 
407. Joint facilities—Dr. 461. General joint facilities—Dr. 
408. Joint facilities—Cr. 462. General joint facilities—Cr. 
2" d distributed Raye d ” 
Present account 455. “Insurance,” to be eliminate: an istributed to the appropriate primary accounts under “General. 
Present account 458. “Stationery and Printing,” to be eliminated, distributed to the appropriate primary accounts under “General.” 


IX. TRANSPORTATION FOR INVESTMENT 
421. Transportation for investment—Cr. 
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Labor Leaders Again Plan 
Appeal to President 


ITH STRIKE BALLOTS in the hands of maintenance of 

WV way and shop employees, returnable before July 1, 

and with a delay in the announcement of the Labor 
Board’s decision as to the reductions to be made in the pay 
of various other classes of employees on July 1, there has 
been a lull in the railroad labor situation during the past 
week. 

From Cincinnati, where the leaders of the railroad labor 
organizations other than the train service brotherhoods, met 
recently to formulate a plan of concerted action against 
further reductions in their wages, comes the report that the 
whole wage controversy will again be laid before the Presi- 
dent, as have practically all of the major controversies of the 
last five years. Leaders of 11 railway employees’ organiza- 
tions agreed to outline a letter to President Harding, present- 
ing their arguments for higher wages or at least no further 
reductions. A committee of union officers was appointed by 
B. M. Jewell, president of the Railway Employees depart- 
ment of the American Federation of Labor, to draft the 
letter. 

The employees’ protest, it is reported, will contend that 
the new wage scales fixed by the Labor Board, are in- 
adequate to maintain an “American standard of living.” 
It is the intention of the union leaders in the letter to 
President Harding, to demand whether he thinks these wages 
are sufficient to “maintain an American standard of living 
and properly sustain a family.” 

In a later executive session, it was decided that the com- 
mittee appointed to draft the letter should call in statistical 
and economic “experts” to outline the wage situation and its 
relation to the minimum wage scale before the letter is for- 
warded to the White House. This additional data will 
require at least a week for preparation, they pointed out. 

The threat of a nation-wide strike of railway employees is 
apparently causing little alarm either on the part of the 
public or railroad executives. Both have become accustomed 
to the threats of a general tie-up of transportation, to ap- 
peals to the President and to promises of dire happenings 
and consequently the predictions of a walk-out within three 
weeks is meeting a cool reception from the public and in the 
press. 


Railway Executives Outline Attitude 
Toward Threatened Strike 


The attitude of railway executives toward the present 
strike threats was outlined recently in a statement signed by 
H. E. Byram, president of the Chicago, Milwaukee & St. 
Paul, Hale Holden, president of the Chicago, Burlington 
& Quincy, W. H. Finley, president of the Chicago & North 
Western, J. E. Gorman, president of the Chicago, Rock 
Island & Pacific, C. H. Markham, president of the Illinois 
Central, and S. M. Felton, president of the Chicago Great 
Western. This statement said in part: 


Threats of a strike made by leaders of the railroad labor unions, 
are appearing with such frequency in the newspapers that the time 
seems opportune for questioning the soundness of their talk. There 
is a very good reason for doubting whether the men themselves, 
that is the railroad employees, really are in sympathy with resist- 
ance to the decisions of the United States Railway Labor Board. 
The truth is that the men have been expecting a reduction in their 
wages and, as would be the case among any other body of intel- 
ligent men, they have made or are making preparations to meet 
the new scale. There is no talk of strike among the men. The 
disturbing statements read by the public are prepared by lead- 
ers of the unions, whose viewpoint has been distorted by months 
of effort before the board to resist the inevitable downward trend 
of wages. The employees, on the other hand, are in the main 
sincerely interested in taking care of their jobs and their homes, 
and few employees in any industry have more good reasons for 
doing so. 
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B. M. Jewell, spokesman for these railroad labor unions, has 
severely criticised the decision of the railroad labor board award- 
ing the reduction in wages of shop employees. Jewell says the de- 
cision will cause employees to believe the board is “not an im- 
partial court created to dispense justice, but a body created to help 
the railroads carry out their labor policy.” He attacks the wage 
award also on the ground that the proposed scales are lower than 
the minimum required to support the average family according to 
American standards. The constant allusion to “average families” 
is misleading. The average family is no different now than it was 
before the war, and comparisons are being made on that basis. It 
should not be forgotten that the men in railroad service work 
under much more favorable conditions than in outside shops and 
industries. Indeed, no class of men doing such work in any in- 
dustry has better homes and surroundings. 

The existence, and the policy of the labor board have benefited 
railroad employees because the board has prevented these re- 
ductions in wages until long after the wages of men doing sim- 
ilar work in other industries had been cut. 

The public should not overlook the fact that in deciding the 
proposed wages of these employees, maintenance of way and shop, 
the labor board, which is a government body, said “After the re- 
ductions made under this decision * * * * these employees on 
the railroads will still be receiving as a rule a wage in excess of 
that paid to similar employees in other industries.” The board 
held in its opinion that measured by the present cost of living, 
the average hourly wages of machinists, for instance, after July 1, 
will still have 19 per cent more purchasing power than in Decem- 
ber, 1917; those of car men 46 per cent more purchasing power, and 
those of common labor 45%4 per cent more. That is to say, 
measured by the cost of living their wages will still be these per- 
centages higher than at the end of 1917. 

The records show that the proposed scale of wages for the 
classes of employees involved in the two wage reduction orders 
already issued would practically restore the scale in effect at the 
end of federal control in 1920, which carried an increase for these 
employees of 119 per cent over the wages paid in 1916. The cost 
of living as shown by the Department of Labor in Washington 
for March, 1922, was 42 per cent above 1916. The railroads pro- 
posed no hardships for their men in these reductions in pay. 
When wages were raised in July, 1920, more than $720,000,000 at 
one time, an amount unheard of in wage scales up to that time, not 
a word was uttered by the leaders of the railroad labor unions. 
But now, when the roads and the railroad labor board propose ad- 
justments to bring their wage scale more nearly to the level paid 
- = same kind of work in other industries, strike threats are 

eard. 

The important fact which should not be overlooked by the 
public because it may have a very important bearing upon its 
business and comfort, is that whereas rate reductions amounting to 
more than $250,000,000 have been ordered by the Interstate Com- 
merce Commission, the cut in wages, according to the decisions 
thus far rendered, amounts to only $110,000,000. 

These reductions in wages of railway employees simply mean 
that they must bear some part in the readjustments made necessary 
by changed business conditions. Farmers and business men have 
been compelled to accept lower prices. The railways having not 
yet emerged from a serious financial crisis have been ordered to 
make reductions in rates which they cannot stand without reduc- 
tions of their wages and other expenses. 

To leave railway wages on their present high basis would be to 
make railway employees a favored class at the expense of shippers 
and all other classes of people, including other working men. 


The decision of the Supreme Court of the United States 
in the Coronado case, coming simultaneously as it did with 
the threat of the nation-wide strike of railway employees, 
will probably result in a revision of the plans of the labor 
leaders, and will undoubtedly lend an entirely different at- 
mosphere to a strike crisis if it does materialize. Rumors 
are being freely circulated that the labor organizations now 
threatening a strike will hurriedly incorporate or transfer 
their headquarters and funds to Canada in an effort to evade 
the responsibility which would be theirs under the applica- 
tion of the provisions of the Supreme Court’s ruling. This 
decision is also a contributing factor to the apparent lull in 
the controversy over reduced rates of pay. 


THe BurraLo Express train (No. 975) of the Pennsylvania 
Railroad was derailed on the evening of June 7, at Brillharts, 
Pa., three miles south of York, and the fireman was killed. 
Several passengers were injured, but, according to the report 
none of the injuries were serious. 
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New Single Phase Equipment for the New Haven 


Two Master Controllers Installed in Trail Cars Permit 
Operation From Any Car in Train 


By Walter H. Smith 
Railway Equipment Engineer, Westinghouse Electric & Mfg. Co. 


HE NEw York, New Haven and Hartford electrifica- 

tion has been in operation since July, 1907, and at 

present comprises 83 miles of route with 570 miles of 
electrified track. In February, 1910, the first regular mul- 
tiple-unit train service was put into operation between Port 
Chester and New York. The equipment at that time con- 
sisted of four motor cars and six trail cars, each motor car 
being designed to handle two trail cars. 

This electrification has expanded until it now represents 
one of the largest single-phase electrifications of a steam rail- 
road and is one of the most extensive examples of multiple- 
unit and locomotive service in operation today. In this 
electrified zone there are at present 106 locomotives, 27 
motor cars and 50 trail cars. This railroad recently placed 
an order for 8 new motor cars and 14 trail cars which makes 
a total of 35 motor cars and 65 trail cars in service. ‘This 
new equipment is now in operation. The table following 
gives some of the principal dimensions of the new motor cars: 


Length over buffer face plates ...06 cc cccccvcccveceveeciocees (i a ae 
Lergth over buffer channels.........--cecsccceccecccscccceces 70 ft. 7 in. 
Lengths OVEP ON GIS, o6. occ ivcccccerceescescbeneesiccceess 61 ft. 4% in. 
Distance between truck centers .........cccccccccccccvccces 47 ft. 7% in. 
ee ee ee ee eet ee re 8 ee A in. 
Be EPP rere eee ee eee a 
Height from top of rail, to top of car ......cscccccccccsccces 3 344 | 
Weight fully equipped ... ..ccsccctcvnstccvecceccsevevecsenseess 177,000 1b. 
SEGUE CAPACI oo ccc i cccccccce recs ees see eee eie ste eeervees tine senes 84 
The trail cars have the same dimensions except as follows: 
Wiiheel Game. GF USAGE, bec ciiiccinc caswcw stress dass cxaddoneastienoeneus Rr %- 
I I oo ais 0 ban bes 65604 Ree wes eo wise Es acess Ob em ee eee 
Weight fully equipped .......ccccccccccavccceccocevccececoves 103, 500 ib, 


Like most of the other New Haven multiple-unit cars, the 
new equipment has series motors for operation on both al- 
ternating and direct current. When operating over the New 
York Central tracks the direct-current system is used and 
power is taken directly from the third rail through collecting 
shoes, while on the New Haven and New York Connecting 
Railroads, the alternating-current system is used and power 
is taken from an overhead trolley wire at 11,000 volts. It 
is then reduced by means of a transformer to the voltage re- 
quired for the main motors and other auxiliary apparatus on 





the car. The main motors are permanently connected two 
in series and the groups may be connected in series or in 
parallel for d. c. operation. 

The new motor car equipments (excepting two) will em- 
ploy four 175 hp. (hour rating) Westinghouse type 409-D 
single-phase, 25-cycle, series motors. The frame is a one 
piece steel casting of box construction. At the ends are 
large machined openings for receiving the bearing housings 











N. Y. N. H. & H. Multiple-Unit Car Fully Equipped 


and to permit the removal of the armature. The armature 
is of the drum type, lap wound, coils cross connected and 
with resistance leads between the commutator bars and coil 
leads. The spur gears are of the flexible type, the ratio 
being 27:73. The rims of these gears are made from high 
grade steel forgings, accurately machined with a 5%4-in. face. 
The gear is pressed on and without key. 

The new equipment was designed for multiple operation 
with the cars already in service. All of the trail cars are 
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equipped with two master controllers duplicates of those on 
the motor cars, a control train line and the necessary details 
for operation of the train from a trail car as well as from 
a motor car. This permits the operation of a trail car at 
the head of the train when desirable. 

The Westinghouse type “HB” (hand operated battery) 
electro-pneumatic multiple-unit control system is employed. 
The energy for operating the magnet valves of the control 
and auxiliary apparatus is taken from a motor-generator set 
and storage battery at 30 volts. The storage battery consists 
of 25 Edison type B-4-H cells connected in series. 

The motor cars are provided with two sliding shoe panta- 
graph trolleys, having automatic, self adjusting action to 
conform to various trolley wire heights such as are en- 
countered under bridges and along the open line. The panta- 
graph is raised and held in position by spring pressure and 
is lowered by compressed air from the control reservoir. 
These cars are also provided with four pneumatically oper- 
ated third rail shoes. ‘These shoes are located on each side 
of the trucks on wooden beams and are used when operating 
in the direct-current zone over the New York Central tracks. 
The operation of both pantagraphs and third rail shoes is 
controlled from a push button set located in the motorman’s 
compartment and two magnet valve sets located under the car 
body. 

The main motors are protected from overload and short- 
circuit when operating in both the alternating and direct- 
current zones. When operating in the direct-current zone 
the usual standard series type of overload relay actuating 
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Flexible Gear Assembled Complete 


the line switch is employed for this protection, while in the 
alternating-current zone an oil circuit-breaker is employed. 
This oil breaker is provided with a time element relay to 
delay its opening on an overload, ground or short-circuit 
until the line has been cleared by the power house breaker. 
The high tension side of the main transformer is then dis- 
connected from the trolley. This time element relay is con- 
trolled from a series transformer inserted in the high tension 
lead of the main transformer between the oil circuit breaker 
and pantagraph. 

The main transformer is of the standard railway air blast 
type. The laminations are built up closely around the as- 
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sembled coils with inter-leaved joints and clamped tightly 
between cast steel end frames. The transformer is provided 
with ventilating ducts and is cooled by the flow of air from 
the blower system. The ventilating air enters the low ten- 
sion end of the transformer and is discharged at the high 
tension end. The ventilating system will be described later. 

The control system employs 15 electro-pneumatically oper- 
ated switches assembled in two groups of seven and eight 
switches respectively. Most of these switches are used for 
both alternating and direct-current operation. There are 
seven accelerating points for a. c. operation and thirteen ac- 
celerating points for d. c. operation. The switches are of 
the standard railway construction and are provided with 
blow-out coils. 

The main circuit arrangement requires only one set of 

















Type XB-45-N Blower Motor and Fan (Mounted Position) 


grids for acceleration on both alternating and direct current. 
These grids are assembled into five frames and suspended 
from the underframing of the car body. By the use of the 
a.c.-d.c. control changeover switch the sequence of switches 
is arranged so that the grids are correctly and efficiently em- 
ployed for both kinds of power. 

There are two reversers of the drum type, one for each 
group of two motors in series. These devices govern the 
direction of flow of current through the main motor fields 
with respect to the armatures and accordingly determine the 
direction of armature rotation and consequent forward or 
reverse movement of the car or train. The drums are rotated 
from one position to the other by means of two opposed air 
cylinders which are provided with magnet valves. The con- 
trol circuits governing these drums are interlocked with the 
switches so that power cannot be applied to the two motors 
controlled by a drum, unless the latter is in the correct 
position for movement of the car or train in the direction 
indicated by the reverse handle of the master controller. 

The wires comprising the control train lines are run 
throughout the entire length of both motor and trail cars and 
are connected between cars by means of jumpers. Each car 
is provided with a switchboard panel located in a cabinet 
in one of the vestibules. This panel board has mounted on 
it all of the control switches for the lighting and auxiliary 
apparatus required by the system. 

Both motor and trail cars are provided with independent 
main and auxiliary lighting systems. These lighting sys- 
tems are protected by fuses in the panel board cabinet and 
comprise 36 lights, the auxiliary row down the center of the 
car and a main row down each side of the car. Each side 
row consists of two circuits, each containing six 25-watt, 
110-volt lamps connected in series, and the center row is a 
single circuit of twelve 25-watt, 32-volt lamps connected in 
parallel. The main lighting circuits receive power direct 








June 17, 1922 


from the line on d.c. and from the main transformer on a.c. 
The auxiliary or center circuit is supplied with current from 
a 500-watt lighting transformer at 32 volts, when the car 
is operating in the a.c. zone and from the storage battery 
when operating in the d.c. zone. The changeover is auto- 
matically made when passing from the d.c. to the a.c. zone 
and vice versa. The battery charging system is provided 
with an ampere-hour meter and disconnecting switch, so that 
when the battery has been fully charged it is automatically 
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Front View of Type 269-A-3 Switch Group, Covers Removed 


cut off from the motor-generator and the motor-generator 
disconnected from the line. 

The ventilating system for cooling the main transformer 
and motors is supplied from a blower. The ventilating air 
is taken into the system through louvres at the sides of the 
car and is delivered by the fan to a longitudinal air duct 
(formed by the center channels of the car body and top and 
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Front View of Type 268-A-2 Switch Group, Covers Removed 


bottom plates) through which it is distributed to the intakes 
of the transformer and main motors. 

The blast wheel of this blower unit is a double inlet wheel 
20 inches in diameter mounted on the shaft of its driving 
motor. The blower unit is mounted near the center of the 
car body and is suspended from the under framing. The 
motor is of the series type and is supplied with current at 
380 volts from taps on the main transformer and runs at a 
speed of 1,400 r.p.m. The blower unit is fot used when the 
car is operating over the New York Central tracks in the 
d.c. zone. 


Tue Itttnots Centrat has designated June as “no exception 
month”; all hands must endeavor to prevent the causes of freight 
claims by giving careful attention to every shipment. Freight 
claims paid by the Illinois Central in 1921 amounted to $2,449,275. 
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Annual Meeting of 
Signal Section, A. R. A. 


E SIGNAL SECTION of the American Railway Associa- 

tion held its annual meeting at the Monmouth Hotel, 

Spring Lake, N. J., on Wednesday, Thursday and 
Friday of this week with an attendance of about 340. This 
was the fourth annual meeting of the Signal section and the 
27th annual convention of what was formerly the Railway 
Signal Association. Chairman F. B. Weigand (N. Y. C.) 
presided. The principal business of the first day, after the 
chairman president’s opening address, consisted of the re- 
ports of the committee of direction and the secretary and the 
celebration of the fiftieth anniversary of the closed track 
circuit. 

Chairman Weigand, in his opening address, complimented 
the membership on the active part taken by them in the work 
of the association and told of the interest of this Section 
in the subject of automatic train control. Mr. Weigand 
pointed out how this Section was co-operating with the Amer- 
ican Engineering Standards Committee which was organized 
as a national clearing house for industrial standardization. 
Attention was called to the means provided by the American 
Railway Association whereby the various divisions and sec- 
tions are co-operating to eliminate duplication of effort. Re- 
garding standardization, Mr. Weigand called attention to 
two important subjects which have apparently been neglected: 
(1) Approach and route locking circuits and (2) circuits 
for power signals at mechanical interlocking plants. He 
recommended that the committee of direction assign these 
subjects to a committee for careful study, with a view to 
recommending typical circuits, from the simplest to the most 
complex. 

Following Mr. Weigand’s address the committee of direc- 
tion submitted its report. H. S. Balliet, (N. Y. C.), secre- 
tary, in his report stated that a total of 276 members were 
enrolled during the year and 14 were reinstated, while there 
was a loss, from various causes, of 234. In reporting on 
committee work he said that 59 subjects had been reported 
on by standing committees during the past year. 


Highway Crossing Protection 


Committee No. 20, reported on this subject. It believes 
that its recommendations, if adopted, will form a basis for 
the universal standardization of highway crossing protection, 
which at present is anything but uniform throughout the 
country. It is realized that some of the recommendations 
may conflict with existing state laws or orders of state com- 
missions. ‘The cross-board crossing sign, which is recom- 
mended, will comply with the laws of many states. It is 
believed, however, that if these recommendations are pre- 
sented to public authorities with the explanation that they 
represent an effort on the part of the American Railway Asso- 
ciation to recommend uniform practice throughout the coun- 
try there will be little difficulty in getting existing state rules 
modified. ‘The use of the automobile for long journeys has 
made highway traffic interstate almost as completely as rail- 
road traffic and the great desideratum is to make the aspects 
of all good signs of possible or existing danger uniform 
throughout the country. 


Memorial of Dr. William Robinson 


In commemoration of the fiftieth anniversary of the in- 
vention of the closed track circuit by Dr. William Robinson, 
a special committee presented a report on the invention of 
the track circuit which was also a memoir of Dr. Robinson. 
This report was in three parts. Part 1 was Robinson’s own 
story of his invention. Part 2 was devoted to W. A. Bald- 
win, a former general superintendent of the Pennsylvania 
Railroad, who was responsible for the first installation. 
Part 3 was devoted to a description of the track circuit. 
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Better Terminal Market 
Facilities Urged 


Wasuinecrton, D. C. 
HY THE HOUSEWIFE pays so much and the farmer 
gets so little for fruits and vegetables is one of the 
questions that will be answered by the Joint Com- 
mission of Agricultural Inquiry in a report soon to be ten- 
dered to Congress, and the report finds many other causes 
aside from the cost of transportation. 

One reason for the wide spread between consumers’ and 
producers’ prices for fruits and vegetables has been found by 
the Joint Commission in lack of proper terminal market 
facilities. “The movement of fruits and vegetables has 
increased about four-fold in the last 20 years,” said Chair- 
man Anderson, ‘and most of the terminal markets have long 
since outgrown their facilities. Chicago furnishes a con- 
spicuous example of how things ought not to be done. Some 
27 trunk line railroads and several boat lines pour in the 
fruit and vegetable supplies for nearly 3,000,000 people. 
These are chiefly sold in a section of five or six city blocks 
on a narrow thoroughfare. 

“This market is wholly inadequate in size, but the worst 
feature of the situation is its location at a distance of from 
two to four blocks from principal rail and water terminals. 
Most of the fruits and vegetables must be handled by wagon 
or motor trucks over rough streets through the most con- 
gested portion of the city. None of this carting or rehan- 
dling adds in any way to the value of the product, but it 
does add materially to the cost of distribution. 

“At this market fruits and vegetables must be unloaded 
and then reloaded and are frequently backhauled over the 
same routes by the dealer purchasers. No inconsiderable 
portion is actually carted back to the same railroad yard 
or depot from which it was taken to the wholesale market. 
Obviously mere relocation of Chicago’s wholesale district 
will not materially help its unfortunate situation. ‘The city’s 
great need is a wholesale railroad terminal for fruits and 
vegetables to which all carriers would have access and about 
which a sufficiently commodious wholesale district could be 
established. 

“In New York, the greatest need‘is for a unification of 
docks. ‘These should be as closely contiguous as possible in 
order to centralize and unify the wholesale district, and there 
might be an advantage in setting aside special docks for the 
handling of given lines of produce. 
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“Pittsburgh is more fortunate with respect to termin: 
facilities for fruits and vegetables than most American citi 
It shows the advantage of centralizing the wholesale mark: 
about a single terminal, with consequent elimination of cart 
age and rehandling. 

‘Adequate, organized and correlated terminal markets, 
together with a reduction of unnecessary movement of com- 
modities from terminal to terminal or from terminal to cen- 
tral market should materially reduce the expense involved 
in unnecessary equipment and the employment of an unneces- 
sarily large number of men.” 

Out of the fluctuating wholesale price there are certain 
fixed charges in distribution, such as freight, storage, cart- 
age, interest, insurance, and the semi-fixed charge of labor, 
all of which must be paid before the producer gets anything 
or before the wholesale distributor can be paid for his serv- 
ices, or gets his money back on goods purchased. “Changes 
in cost of distribution,” said Chairman Anderson, “up to 
the time goods are sold at wholesale, are largely reflected in 
the producer’s net return. For example, increased trans- 
portation charges, in the first instance, at least, are largely 
borne by producers, since production of fruits and vegetables, 
particularly tree fruits, cannot be quickly regulated to meet 
new conditions. Once produced, the crop will probably be 
sent to market even if the returns will yield only a little 
more than the costs of distribution, including transportation, 
etc., and irrespective of cost of production.” 


Freight Car Loading 


Wasuincton, D. C. 


HE NUMBER OF CARS loaded with revenue freight during 
7 the week ended June 3 shows a drop of 70,000 due to 

the holiday on May 30. The total was 750,645 as 
compared with 693,903 in the corresponding week of 1921 
and 828,907 in 1920. As compared with the corresponding 
week of last year there were increases in the loading of all 
classes of commodities except grain and grain products and 
coal. The coal loading showed a slight decrease as compared 
with the week before on account of the holiday, but the load- 
ing of coke and ore was greater than that of the week before. 
The average daily loading excluding the holiday was also 
greater than that for the week before. The summary as com- 
piled by the Car Service Division of the American Railway 
Association follows: 














REVENUE FREIGHT LOADED 
SuMMarRY—ALL Districts, Comparison or Totats THis Year, Last Year, Two Years Aco. WEEK ENDED Saturpay, June 3, 1922. 
Total revenue freight loaded 

ES ie a 

Corre- Corre- 

Grain - spond- spond- 
and grain Live Forest Mdse. Miscel- This year, ing year, ing year, 

Districts Year products stock Ccal Coke products Ore 1 oh laneous 1922 1921 1920 
DY ache ieee 6 ere 1922 8,455 2,616 6,475 1,549 5,248 2,900 61,339 78,938 SS a ee 
1921 6,619 2,277 36,096 1,053 5,341 2,595 51,359 | ere 164,900 190,022 
PE enews nennce 1922 2,163 2,867 13,710 4,655 2,805 5,185 46,186 63,592 re ea ree 
1921 2,426 3,029 41,325 2,112 2,668 6,244 40,970 Fl 142,872 176,140 
Pocahontas *......+-.:. 1922 207 175 29,378 194 1,435 17 5,456 4,018 es Wee 
1921 154 151 22,254 131 1,201 23 4,679 Serr 31,708 30,855 

CO: < date wtwener 1922 3,390 2,358 23,387 718 19,191 1,175 34,302 41,499 a eee ee 
1921 3,645 2,099 17,903 435 14,539 574 34,219 ee = —_ a Baws 107,219 117,949 
Northwestern ........ 1922 10,960 7,549 7,692 1,448 16,081 18,991 26,246 33,500 WEE. el ecka 0 (iw 
1921 10,399 5,381 4,563 628 12,897 17,350 23,225 er ee 101,292 144,903 
Central Western...... 1922 9,120 9,811 3,815 223 6,075 2,635 29,242 35,676 Cases Seeise OS wu'stes 
1921 12,231 ,006 10,986 157 5,084 646 26,333 SPALL — sw wine 92,865 112,503 

Southwestern ........ 1922 3,636 2,416 2,169 140 8,088 649 14,483 24,417 | eS eee 
1921 4,603 2,397 3,240 104 5,915 710 14,311 Ok  * ree 53,047 56,735 
Total Western Dists.. 1922 23,716 19,776 13,676 1,811 30,244 22,275 69,971 93,593 meayeee - «naka. lactam 
1921 27,233 15,784 18,789 88 3,896 18,706 63,869 a Se 247,204 313,941 

Total all roads...... 1922 37,931 27,792 86,626 8,927 58,923 31,552 217,254 281,640 See = eee, creatine 
1921 40,077 23,340 136,367 4,6 47,645 28,142 195,096 (XO Serre G3905 i$ awarnec 
1920 29,166 25,689 168,019 11,993 58,260 71,430 145,179 ! . ‘eshene i walvbwa 828,907 

Increase compared.... 1921  ...... Rae: = s eae 4,307 11,278 3,410 22,158 63,024 WEAR  eddees 0 wR 

Decrease compared.... 1921 ee ek Gael  peetee . deat a GEAR R CLIEERERE <caanwe cea 

Increase compared.... 1920 8,765 | ere ee Gee. ~«ssiven Te. * ote Aeeheen  iaa8ebéee §  <60oam 
Decrease compared.... 1920 cesses  covces 81,393 es YF —y = 37,531 ON ee ee a 
quae Se iS Sa eae 1922 37,931 27,792 86,626 8,927 $8,923 31,552 217,254 281,640 750,645 693,903 828,907 
TS aa ery 1922 45,712 29,502 91,370 8,851 64,020 23,871 247,331 310,464 821,121 795,335 898,169 
Se Se 1922 42,772 29,133 81,967 9,335 61,930 16,917 243,971 306,434 792,459 770,991 862,074 
Je Se ee 1922 42,270 29,940 79,170 8,813 60,66 14,403 241,418 300,684 777,359 751,186 843,145 
Se. ‘Binds: ovceceres 1922 40,125 30,496 75,410 8,124 57,132 11,766 242,945 289,751 755,749 721,722 843,184 
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One of the Oil Developments on the Southern Pacific System—A View at Mexia, Tex. (Houston & Texas Central) 


Southern Pacific Issues Interesting Report 


System Not Yet Back on Pre-War Earning Basis—Net Railway 
Operating Income in 1921 $35,946,791 


last week is another one of the comparatively small 

number of stockholders’ reports which succeeds in 
giving to the readers a really adequate idea of the operations 
for the period with which the report deals. The report 
contains many things of leading interest, notably such mat- 
ters as the improvement in the operating conditions of the 
carrier in 1921, some rather interesting material concerning 
the matter of taxes, a-brief analysis of the effect of the de- 
cision of the Supreme Court with reference to the Central 
Pacific, etc. ‘There can be little question, however, that the 
most interesting feature of all is the form in which the 
report is rendered. 

The report is a document of 96 pages. It contains the 
usual tabulations of figures which will be found in annual 
reports with the exception that it has to give also a great 
mass of data relative to the many proprietary lines. The 
body of the report itself, however, deals with the Southern 
Pacific Company as a whole and the analyses which are 
given relate to the operations of the system as a combined 
property. The value of the figures and the analyses thereot 
is further enhanced by a series of graphic charts, two of 
which are reproduced in the present article. But the real 
element of interest and of value is the form of the remarks 
of Julius Kruttschnitt, chairman of the executive commit- 
tee. The report shows on its first page a table giving the 
net railway operating income for 1921 with comparative 
figures for 1920—in other words, the report gives a proper 
recognition to the new importance which this figure has been 
given by the Transportation Act. On the second page there 
is a brief summary of the transportation operations for the 
five years 1917 to 1921 showing the operating revenues, 
operating expenses, net revenue from railway operations and 
the traffic units in their actual figures and in a percentage 
relation to the 1917 figures as 100. 

The third page of the report contains details of monthly 
wages for 1921, 1920 and 1916 for several: representative 
classes of employees. The fourth page continues the idea 
by giving a table showing in some detail the material used 
in repairs and renewals in way and structures for the years 
1918 to 1921. This is followed by a similar table showing 
for maintenance of equipment: all freight cars on line; cars 
in shop or awaiting repairs, and per cent of cars in shop or 
awaiting repairs for specific dates, namely: December 31, 
1917; March 1, 1920; September 1, 1921; December 31, 


T's SOUTHERN PacirFic annual report which was issued 


1921, and for May 1, 1922. Similarly, the report contains 
brief statements relative to business conditions generally 
and in Southern Pacific territory, to wage and rate matters, 
Panama Canal competition, maintenance during federal con- 
trol, and as above noted, taxes and the Central Pacific case. 
Of course, the corporate income account is given in the usual 
form with a detailed analysis of the changes which appear 
therein in comparison with 1920. All the factors described 
herein may be noticed in the excerpts from the annual re- 
port which appeared in last week’s issue of the Railway Age. 
They are pointed out here because they seem to be in line 
with what the Railway Age has said editorially about this 
important subject of railway annual reports (Railway Age 
of April 15, 1922, page 901.) 


Net, After Rentals in 1921, $35,946,791 


The report of the Southern Pacific System shows for 1921 
a net railway operating income of $35,946,791 as compared 
with a net in 1920 of $21,312,344. The 1921 figure as thus 
given, however, includes estimates of unaudited items such 
as loss and damage claims and reparation claims appertain- 
ing to operations during the guaranty period which were 
included in the 1920 accounts on the basis of the ruling of 
the Interstate Commerce Commission last December. The 
report states that if these guaranty period items were elimi- 
nated from the accounts the 1921 net railway operating in- 
come would have been $39,827,756. This figure has more 
of a value by comparison with the years previous to 1920 
rather than with that year alone. A comparison with the 
preceding years will show that while the road had a much 
increased net in 1921 over what it had in 1920, it has not 
yet succeeded in restoring its operations to its federal control 
standard of earnings or to the earnings of the test period 
ending June 30, 1917, on which the standard return was 
based. The system had a standard return slightly in excess 
of $48,000,000. In 1918 it earned for the government a 
net of $55,925,278, or $7,757,935 in excess of its rental. In 
1919 it earned for the government $43,910,305, or $4,334,- 
355 in excess of its rental for that year. This will give 
something of an index as to the 1921 operations of the 
property. 


Corporate Net 8.93 Per Cent on Stock 


Insofar as concerns the corporate income account the fig- 
ures show a net after fixed charges in 1921 of $29,515,218 
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which figures out to 8.93 per cent on the outstanding capital 
stock. In 1920 the net after fixed charges was $31,016,329, 
or 10.57 per cent on the capital stock. There was, however, 
an increase in the capital stock itself, this having been in- 
creased during the year in the amount of $17,939,500, rep- 
resenting stock issued in exchange for 5 per cent 20-year 
convertible bonds. ‘The dividends in both years totaled 5 
per cent, the total for 1921 in dollars being $20,639,196. 
With further reference to this matter of the increase in cap- 
ital stock it might be mentioned that the reports show that 
there has been a total increase in the amount of capital stock 
outstanding since December 31, 1916, of $71,537,600, or 
26.21 per cent, whereas in the same period there was a de- 
crease of $99,033,312, or 17.67 per cent in funded debt. 
The increase in capital stock was the result of its being 
issued against the surrender and cancellation of 4 and 5 
per cent convertible bonds and this explains in part the re- 
duction in the amount of funded debt. The remainder rep- 
resented bonds retired through the redemption out of the 
general funds of the system and by sinking funds, etc. This 
matter is of more than ordinary interest at this time and 
in this case is marked because on December 31, 1916, the 
ratio of capital stock to total capital was 32.75, whereas on 
December 31, 1921, it was 42.75. On the latter date the 
stock outstanding totaled $344,443,106, the funded debt, 
$461,365,051 and the total, $805,808,157. 


Transportation Operations 


The actual transportation operations of the system show 
for 1921 a 1.09 per cent reduction in freight revenues as 
compared with 1920, a 11.52 per cent reduction in passenger 
revenues, and a 4.53 per cent decrease in total railway oper- 
ating revenues. The operating expenses for the year de- 
creased 12.2 per cent. This reduction in operating revenues 
and the comparatively greater reduction in operating ex- 
penses is fairly typical of what was done on almost every 
railroad in the United States in 1921. The distinguishing 
feature insofar as the Southern Pacific is concerned is the 
fact that the reductions were not as great as those made by 
most other carriers. In the report the officers of the road 
explain that the reduction in operating revenues was due to 
the nation-wide business depreciation, “aggravated on your 
company’s lines by diversion of transcontinental business, by 
much lower rates offered by the Panama Canal route, and 
by the competition on the highways of motor trucks substan- 
tially free from taxation and regulation.” The report 
further points out that the freight revenue was adversely 
affected by the smallest cotton crop in Texas and Louisiana 
that has been produced in 20 years; by a large reduction in 
the acreage of rice planted in the same states; and by re- 
ductions of rates on such important commodities as beans, 
canned goods, dried fruit, live stock, lumber, apples, can- 
taloupes and vegetables. The report gives some rather per- 
tinent information concerning Panama Canal competition, 
one of the most cogent facts being that in 1921 the number 
of steamship voyages through the Panama Canal between 
Atlantic and Pacific ports of the United States increased 80 
per cent and the volume of freight increased 83 per cent over 
the preceding year. 


Reduction of 15.87 Per Cent in Tonnage 


The figures in the report show that the actual tonnage 
of revenue freight carried in 1920 totaled 38,206,878 as 
compared with 45,416,021 in 1920, a reduction of 15.87 per 
cent. The reductions were fairly general in all classes of 
traffic except that there was an increase amounting to 3.72 
per cent in products of agriculture due to the increased 
traffic of grain and citrous fruits. The Southern Pacific 
tonnage is very diversified and the percentages for 1921 were 
as follows: Products of agriculture, 21.41; of animals, 
2.41; of mines, 29.71; forests, 20.16; and manufactures and 
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miscellaneous including 1. c. 1., 26.31. The road’s coal] 
traffic in 1921 made up only 2.33 per cent of its total ton- 
nage. Crude petroleum, however, made up 5.05 per cent 
and refined petroleum and its products, 4.90. The tonnage 
of both of these represented reductions from 1920 of slightly 
over 20 per cent. The Southern Pacific gets a long hau! on 
its traffic, the average distance in 1921 being 264 miles, 
This was less than in 1920, because in that year the figure 
was 285. 

The actual freight revenues in 1921 were $171,788,880 
as compared with $176,714,390 in 1920. The passenger 
revenues in 1921 were $63,442,251, a decrease as compared 
with 1920, as has above been noted, of 11.52 per cent. It 
is explained in the report that “the amount of passenger 
business was diminished by a dearth of large conventions 
such as were held on the Pacific Coast in 1920 and by a 
substantial increase in travel by automobiles.” ‘Much 
money is being appropriated,” the report says, “by the feder- 
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Investment in Road and Equipment, Net Railway Operating 
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1912 to 1921 


al and state government for the construction of highways 
that usually parallel the very railroads which are heavily 
taxed to provide and maintain them.” 

The report contains some very interesting figures, giving 
comparisons by years. Taking 1917 as a base of 100, the 
report points out that the operating revenues in 1921 figured 
out at 139 per cent, the expenses at 176,.and the net revenue 
from railway operations at 78. It also shows that the traffic 
units (compiled on a basis of ton miles plus three times the 
passenger miles) would show for 1921, 84 and for 1920, 105. 

The total operating expenses for the year were $212,572,- 
263. This compared with a total of $242,113,790 in 1920 
and the reduction figures out at $29,541,527, or, as above 
noted, 12.2 per cent. The report explains that the system 
had to contend with slightly higher average wages in 1921 
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than in 1920, the various increases of 1920 and the decreases 
of 1921 averaging out to that result. It also says that prices 
of fuel and other material in 1921 averaged more than in 
1920. The combined effect of higher wages and higher ma- 
terial costs increased the 1921 operating expenses by $5,292,- 
000 which, of course, was compensated for by the decreases 
due to less traffic and, as the report says, “This net result 
reflects the improvement forecast in last year’s report as 
progress is made in substituting the incentive of self-interest 
of private management, and the increased efficiency and 
more cheerful service of the entire operating staff, for the 
apathy and blight of government management.” Before 
speaking further of this matter of operating expenses it is 
advisable to point out that in 1921 the system operated at 
a ratio of 78.88. This compared with 85.77 in 1920, but in 
1919 the figure was 78.61, in 1918, 73.43, and in 1917, 
62.18. 


Maintenance Details 


The reduction in operating expenses in 1921 included 
decreases of 12.93 per cent in maintenance of way, 12.93 
per cent in maintenance of equipment, or an average of 15.39 
per cent in total maintenance. The reduction of transpor- 
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in the Company’s Annual Report 


tation expenses was 10.65. With reference to maintenance 
of way the report gives some unusually adequate figures. 
It shows that in 1921 there was an actual decrease of mate- 
rial used for maintenance purposes, but apparently not of 
sufficient amount but that the properties were satisfactorily 
maintained during the year. Actually there were laid in 
1921 427 miles of new steel rail as compared with 528 miles 
in 1920. In the case of ties 4,721,542 were put in track 
as against 4,887,913. With reference to equipment the report 


shows a rather satisfactory condition. It gives these figures. 


of the per cent of freight cars in shops or awaiting repairs: 
On December 31, 1917, 3.55 per cent; on March 1, 1920, 
4.32 per cent; on September 1, 1921, 9.13 per cent, and on 
May 1, 1922, 8.10 per cent. In addition figures are given 
explaining the difficulties which were met during 1920; at 
the end of federal control, 87.75 per cent of the company’s 
box cars were on other railways with the result that “the 
deplorable condition of this equipment, owing to the neglect 
of current repairs when away from home during federal 
control, was not realized until we regained possession of our 
cars in the fall of 1921.” 


Taxes 
With reference to taxes the report reads as follows: 
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The increase in taxes for 1921 over 1920 is $747,406. This increase is 
the result of an increase of $1,893,052 in state and county taxes, due, prin- 
cipally, to an increase in the rate of taxation on gross earnings in California 
from 5% per cent to 7 per cent under the King Tax Law which became 
effective July 1, 1921; to an increase of $170,607 in capital stock tax, and to 
a decrease of $1,316,253 in federal income and excess profit taxes, due, 
principally, to an assessment in 1920 of excess profits tax for the year 1917. 
As this report goes to press the large increase in taxes of $747,406, or 5.05 

er cent, over 1920, seems trivial in comparison with the taxes for the first 
our months of 1922, which amount to $6,393,726, an increase of 38.26 per 
cent over 1921. At this rate taxes for the year 1922 will aggregate $19,181,- 
179, or 93 per cent of the dividends distributed to wockieldars for 1921. 
Taxes amounted to $8.60 for every hundred dollars of freight revenue during 
the year 1921, and to $12.42 for every hundred dollars of freight revenue 
during the first four months of 1922. 

The total railway tax accruals for the year consumed $15,539,469, or 27.3 
per cent of the $56,922,103 of net revenue from railway operations. With 
an increase of 138.76 per cent in the miles of road operated over the miles 
operated in 1885, the first year of operation, taxes have increased $14,679,964, 
or 1,707.96 per cent. 

Presumably one of the most important features in con- 
nection with the Southern Pacific at the present time is the 
matter of the recent decision of the Supreme Court, calling 
upon the Southern Pacific to rid itself of its control over the 
Central Pacific. For the moment, however, this seems to be of 
somewhat academic interest only because the whole question 
is involved in the matter of consolidations. Professor Rip- 
ley, in his plan, put the Central Pacific with the Union 
Pacific, but the Interstate Commerce Commission amended 
the professor’s idea and left the Central Pacific with the 
Southern Pacific. The whole thing seems to be something 
of conflict between ideas about railroading that were extant 
in the nineties with those which have received acceptance 
today. It is too early as yet to figure out what the final 
decision may happen to be, but there does not seem to be any 
particular reason for worrying about what will happen to the 
Southern Pacific if it loses the Central Pacific until some- 
thing more concrete has been developed with reference to 
the situation. In this connection reference is made to an 
item which appears on another page of the present issue 


quoting some remarks of President Sproule on the matter. 


Accident Investigations— 
January, February and March 


HE ELEVENTH quarterly issue of the Summary of Train 

fi Accident Investigations, prepared by the Bureau of 

Safety of the Interstate Commerce Commission, which 

is for the months of January, February and March, 1922, 

was issued on May 31. This report covers four collisions 
and two derailments, as follows: 


Collision—Mo., Kan. & Tex.......... Warner Junction, Tex........ Jan. 13 


Collision—Baltimore & Ohio.........} SOMES, BRR Gi-6 6.00 3.s05586 ereee ees 31 
Ccllision—Great Northern............ Montrose, . WM. vi.a ecetksenae eb, 22 
Collision—Northern Pacific........... WE, “TIO s 6.056 ccicgc idsenan Mar. 17 
Derailment—Kansas City Southern...Fuller, Kans............00+- Mar. 27 
Derailment—Atlanta, B. & Atlantic... Woodbury, Ga..........see0. Mar. 28 


Following are abstracts of these reports: 

The trains in collision on the Missouri, Kansas & Texas 
near Warner Junction, Tex., on January 13, were south- 
bound passenger No. 5 and a work train which was at a 
standstill. One employee was killed and 11 passengers and 
three employees injured. The collision occurred a short dis- 
tance south of the Red river, and 2,000 ft. north of Warner 
Junction. From signal No. 20, about two miles north of 
Warner Junction, all trains are run by signal indications 
regardless of time-table rights, there being two junctions in 
the territory, one north of the Red river and one south of 
the river. Signal No. 20, an interlocking signal at North 
Frisco Junction, was clear and the engineman of No. 5 
appears to have assumed that this assured him of a clear 
indication at signal No. 6561, about a mile south of there; 
and he ran at high speed until he collided with the work 
train. The engine and cars of the work train were pushed 
back so far that the inspector was convinced of excessive 
speed, notwithstanding the claims of the enginemen and tes- 
timony to the contrary. The engineman had no reason for 
assuming that signal No. 20 gave any indication concerning 
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signal 6561 except that it had been customary for the signal- 
man at North Frisco Junction to hold signal 20 against a 
train when he knew that 6561 was in the stop position; this 
to avoid delays on the bridge and at the junctions. More- 
over, No. 5 had a train order from the dispatcher requiring 
speed to be reduced to 15 miles an hour over the Red river 
bridge, and to Warner Junction, because of the pressure of 
the work train. A flagman had been sent out by the work 
train, but he had not gone far; he is censured for not prop- 
erly protecting his train, having had 22 minutes in which to 
do so. If he had gone further, to the end of a curve, he no 
doubt would have been able to attract the attention of the 
engineman of No. 5 in season to enable him to stop. After 
sighting signal 6561, the engineman made an emergency ap- 
plication of the brakes; but it is probable that this was 
nullified by a prior service application which had been made. 
The train dispatcher said that he would have ordered the 
passenger train held at North Frisco Junction, as was the 
usual practice, had not the signalman at that point told him 
that the track was clear. The signalman, however, said that 
he told the dispatcher (in response to inquiries) that the 
work train was still on the main track; and the signalman’s 
version is confirmed by three men who heard his conversation 
with the dispatcher; one, a signalman (off duty) in the 
cabin, one the operator at another station and the third a 
brakeman of the work train who was at Warner Junction, 
listening at the telephone. 

The trains in collision on the Baltimore & Ohio at Noble, 
Ill., on January 31, were westbound freight extra No. 2500 
and eastbound passenger No. 62. They met at about 10 p. m. 
on the main track near the middle of the long passing sid- 
ing, and the engineman and fireman of the passenger train 
were killed. Nine other persons were injured. Engineman 
Smalley, of the passenger train, had a meeting order which 
required him to enter the side track at Noble, but he con- 
tinued on the main track at about 40 miles an hour and met 
the freight, making a bad wreck. Smalley had received the 
order at Flora, 14 miles west of Noble, and had commented 
on the fact that he would have to take the siding for the 
freight; and he also had been warned by the air-whistle, 
sounded by the conductor, on approaching Noble. The switch 
light and the light of the approaching freight train were 
also plainly visible; the night was clear and there was a 
good view for a mile. Two trainmen said that Smalley was 
in the habit of approaching stations at high speed; but the 
conductor said that during the 20 days that he had been 
on that run, “he had been doing very well in learning the 
landmarks.” 

The collision on the Great Northern near Montrose, Minn., 
on February 23, was between eastbound passenger No. 28, 
first section, and a westbound extra, pushing a snow plow. 
Five employees were killed and four passengers and five 
employees injured. The engineman of the extra was killed. 
At Delano, about seven miles east of Montrose, the snow 
plow had been engaged for some time in clearing the side 
track and remarks made by the conductor and the engineman 
show that both of them noted the fact that train No. 28, 
which was about six hours late, was still due; and they had 
no orders against it. At about 4.40 p. m. they received an 
order making a meeting point with the second section of 
No. 28, but giving no right against the first section. But, 
after receiving a number of orders, the conductor forgot 
about No. 28 and gave the order for his train to proceed. 
After going into the caboose and showing his orders to two 
brakemen and after the orders were read by them and in- 
quiries made, the conductor realized that he had overlooked 
No. 28; and he immediately applied the brakes. He brought 
the train to a stop, but not soon enough to prevent the col- 
lision. How the engineman came to forget No. 28 can only 
be conjectured. Both men were experienced. 

The collision on the Northern Pacific at Welch, Mont., 
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on March 17, occurred during a snowstorm, about 7.51 a. m,, 
and it was between the switches at the station where the 
trains had been ordered to meet and pass. Westbound pas- 
senger No. 1, having right to the road, was run into by 
eastbound passenger No. 220, at about 15 miles an | yur. 
The fireman of train No. 220 was killed and one trespasser 
also was killed; 40 passengers and six employees were in- 
jured. Train No. 220 had the order to meet No. 1 at Welch 


and to take the siding. Later, when ten miles short of 
Welch, another order, order No. 210, form 19, wes received, 
making a meet with train 651 at Spire Rock, about five miles 
east of Welch. The fireman, who also was a qualified en- 


gineman, received these other orders by hoop and read them: 
and, answering an inquiry from the engineman, said that 
their meeting with No. 1 had been changed to Spire Roc! 
The fireman immediately handed this and the other orders 
to engineman Nielsen; but Nielsen did not read them; he 
accepted the erroneous information given him by the fireman, 
folded the orders and placed them in his pocket, with the 
intention of reading them later. He had received notice to 
be on the lookout, on this part of the road, for fallen rocks; 
and, having his mind on this, he neglected to read the orders. 

On this part of the road the grade is steep, descending, 
and Nielsen’s applications of the brakes deceived the con- 
ductor so that he thought the engineman was intending to 
enter the side track. Nielsen thought that the whistle com- 
munication from the conductor—three blasts—meant stop at 
Welch station, the impression being still on his mind that 
the meeting point with No. 1 had been changed. Because 
of sharp curves, with rocks at the side of the line, together 
with the falling snow, neither engineman had more than a 
very brief view of the opposing train before the collision 
occured. 

The conclusion of the inspector is that Nielsen is “pri- 
marily” responsible; there being no excuse for not reading 
the orders. No statement could be obtained from the fireman 
prior to his death. 

The train derailed on the Kansas City Southern near 
Fuller, Kans., on March 27, was northbound freight No. 56, 
consisting of locomotive 557, with 51 cars and a caboose. 
Moving at about 25 miles an hour, the train ran over a 
misplaced switch and entered a coal mine spur; and the 
locomotive was overturned and the engineman and one brake- 
man were killed. The time was about 10 p. m. The inspector 
finds that the switch had been opened, apparently, with 
malicious intent; but the engineman had disregarded the 
rules; for, both on account of the switch being within yard 
limits and the light having been extinguished, the speed 
should have been kept under control. A work train had run 
through the switch southbound, without noticing that it was 
mis-set. 

The work train had passed about 9.30; and all of 
the members of its crew admitted that they had not noticed 
the position of the switch target, or whether or not the lamp 
was burning. 

The derailment on the Atlanta, Birmingham & Atlantic 
near Woodbury, Ga., on March 28, resulted in the death of 
two employees and the injury of one. The train was east- 
bound fast freight No. 92 and the derailment occurred at 
11.28 p. m. A rail had been loosened; and, after a careful 
examination of the locomotive, the cars and the track, the 
—* reports the cause as malicious tampering with the 
track. 


J. H. Winrrey, yard switchman on the Southern Railway at 
Hayne, S. C., detected a bent axle recently under an empty re- 
frigerator car in a freight train; and in connection with the report 
of the incident Superintendent William Maxwell remarks that 
Switchman Winfrey probably holds the record for having dis- 
covered more bent axles than any man connected with the Southern 
Railway; nineteen since September, 1915. 
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Opening Session of the Accounting Officers Meeting 






Railway Accounting Officers Meet at Cleveland 


Simplification and Economy in Accounting Procedure Theme of 
Interesting Convention 


higher accounting end on which we need to lay 

stress, but we should look to our primary account- 
ing, the detail work, and bend our efforts towards having 
it performed in a simple, direct and positive manner.” If 
the thirty-fourth annual meeting of the Railway Accounting 
Officers Association, held at Cleveland, Ohio, June 6 to 9, 
could be said to have a theme, it was the emphasis placed 
upon the desirability of bringing about simplification and 
increased economy in railway accounting procedure as is 
brought out in the foregoing excerpt from the address of 
J. J. Ekin, comptroller of the Baltimore & Ohio and presi- 
dent of the association. The meeting took action on approxi- 
mately 300 subjects, which amount of work it succeeded in 
accomplishing in a three-day convention characterized by its 
continuing interest. In line with the theme which has been 
mentioned above, the meeting gave a great deal of attention 
to such matters as simplified divisions, the standardization 
of station accounts and forms, etc. Two subjects of leading 
importance were: (a) a proposed change in the present 
classification of railway operating expenses, and (b) the 
matter of statistics, particularly as relates to the require- 
ments of the Interstate Commerce Commission concerning 
statistical reports. 

The Railway Accounting Officers Association conducts 
its annual meetings in a manner somewhat different from 
that with which most other railway conventions are con- 
ducted. It is the practice of the association to have a small 


“Ts POINT I wish to emphasize is that it is not the 


number of important committees. These meet at different 
times during the year and their findings are presented in 
the form of a book, having the title of Agenda, copies of 
which are sent to all the members of the association prior 
to the meeting. Further, on the day preceding the actual 
opening of the convention, these committees hold meetings 
open to all members of the association who desire to attend 
them and if any of the decisions as reported in the Agenda 
are changed or modified, the result is given to the convention 
in the form of mimeographed supplementary Agenda. This 
explanation is given to explain how it is that the convention 
can cover such a large amount of ground and still carry on 
an interesting meeting. The result is that there is no subject 
needing discussion that does not receive adequate and satis- 
factory attention while, on the other hand, time is not taken 
up with unnecessary discussion of subjects concerning which 
the committee report in the Agenda is approved without 
further argument. 

The address of J. J. Ekin was characterized by the man- 
ner in which it pointed out the problems concerning the 
railway accounting field and suggested remedies for their 
solution. The meeting was also addressed by Samuel O. 
Dunn, editor of the Railway Age, by S. Ennes, vice-president 
and general manager of the Wheeling & Lake Erie, by: W. 
A. Colston, formerly director of the I. C. C. Bureau of 
Finance and now vice-president of the Nickel Plate and also 
by representatives of government departments. These ad- 
dresses will be published in a later issue of the Railway Age. 


President’s Address 


in the closing months of 1920, continued throughout 
1921, and only recently has there been indications of 

a revival. This, and the fact that the accounting department 
had to carry on the work of stating the federal, guaranty 
period and corporate accounts, as well as the new statistics 
required in enforcing the act and furnishing the data for the 
special investigations and rate hearings, has made the life 
of the accounting officers anything but easy and pleasant. 
The large increase in clerical forces and the expense 
thereof has been the subject of a great deal of discussion 


T* SHARP DECLINE in railroad traffic which commenced 
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and criticism, and there has been apparently a tendency to 
attribute it all to accounting and statistical requirements, 
which is misleading for the reason that a large proportion 
of the forces now classified as clerical in the reports to the 
Interstate Commerce Commission are not engaged in ac- 
counting and statistical work. This applies to forces in the 
general offices as well as on the line of road. 

The great war and federal control of railroads brought 
about many changes in accounting methods and practices. 
In 1917 the railroads had one set of accounts and books. 
Most of them now have three; federal control, guaranty pe- 
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riod and corporate, and this condition adds vastly to the 
expense of accounting by requiring separations between dif- 
ferent interests, for both receipts and disbursements. 


Hearings Required Special Statistical Data 


Since March 1, 1920, there have been almost constant 
rate hearings, both state and interstate; there have been 
numerous investigations, for example, hearings before the 
Committee on Interstate Commerce, United States Senate, 
and the Agricultural Inquiry; there have been continual 
wage hearings and the negotiations with employees; all of 
which have required the preparation of a large amount of 
detail data at a great expense on the part of the accounting 
and statistical forces. 

Among the causes contributing to the cost of accounting 
today are changes in rates, complicated divisions, adjust- 
ments in wages of employees, and settlement of accounts with 
the government covering federal control and guaranty pe- 
riods. The stabilization of transportation rates and em- 
ployees’ wages, the use of simple divisions for apportioning 
revenues, and the settlement of federal and guaranty ac- 
counts will result in a marked reduction in the cost of 
accounting. 

There is no mystery in railroad accounting. It is simply 
auditing into the treasury the receipts from the sale of trans- 
portation through the medium of tickets and freight bills 
and auditing out of the treasury, through the medium of 
time cards, material orders and service bills, the cost of pro- 
ducing this transportation as represented by labor, fuel and 
material and supplies. 

The trouble and complications we have are largely of our 
own origin; to illustrate, expensive methods of timekeeping 
and distribution, antiquated methods for handling material 
accounts, and a too refined and extended classification for 
stating these simple elements of cost. 

Again on the income or revenue side we lack definite 
classification of commodities. We do not have clear and 
concise tariffs. We do not have, in many instances, simple 
and agreed upon divisions for apportioning revenues, as a 
result of which many of the carriers have long standing items 
of adjustment in their interline accounts, and claim channels 
are choked with overcharge and other claims. 


Should Be Performed in a Simple, 
Direct and Positive Manner 


The point I wish to emphasize is that it is not the higher 
accounting on which we need to lay stress, but we should 
look to our primary accounting, the detail work, and bend 
our efforts towards having it performed in a simple, direct 
and positive manner. It is the duty of this association to see 
that this is done. It must be done in order that we, as 
accounting officers, in charge of one of the single largest 
groups of railroad employees, may do our part in having the 
railroads operated in an efficient and economical manner. 
There is a crying need today in many instances for proper 
instruction of the forces now engaged in the detail work. 

We must not forget that accounting regulations and re- 
quirements enter into the minutest details of railroad oper- 
ations; into the timekeeper’s work, the material clerk’s work, 
the agent’s work—both ticket and freight. There must be 
the closest co-operation between the traffic, operating and 
accounting officers, if the desired results in operating these 
vast properties are to be obtained. 

This is the great work of the accounting officer, his great 
opportunity, the embracing of which has rendered his posi- 
tion so important and added so much to his prestige—the 
simple telling of the truth, not in a critical but in a helpful 
manner. 

The first thing we must realize is that there has been a 
radical change in social and economic conditions in this 
country and throughout the world. This has had a tremen- 
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dous influence on railroad operation and costs. There has 
been an increase in the volume of traffic as measured b 
passengers one mile and tons one mile, but the real increas: 
is in the expense measured by the expenditures to meet thi 
demand for more ease and comfort, better dining car and 
other features in passenger service, the highly specialized 
service in handling perishable freight, and the great increas: 
per capita in small shipments of merchandise, all of which 
has added so much to the station, operating and accounting 
costs of the railroads. 

The increased demand for transportation in a refined in- 
stead of what may be termed a raw state, has been one of 
the principal factors in producing the increase in overhead 
expense, made up largely in wages paid clerical forces. It 
should be remembered it requires the same outlay, probably 
more, to bill, collect and account for a shipment of 50 lb. 
of merchandise, as it does to bill, collect and account for 
50 tons of coal handled as a carload. 

It is for this reason that I urge we get back to first prin. 
ciples, start at the beginning in this transportation game 
and see how we can best account for these millions of trans- 
actions which produce our revenues, and the equally numer- 
ous transactions which constitute our expenses. 

The real problem, from an accounting standpoint, is not 
one of handling the income account, the profit and loss ac- 
count, and the balance sheet, but a simple, uniform, direct 
and efficient method of verifying and stating the millions 
of items that compose the receipts from, and the cost of, 
transportation. 


Some Suggested Aids to Uniformity and Economy 


As an aid to uniformity and in producing economy I 
would suggest: 

1. A plan of arbitration be put into effect for settling 
disputes relating to divisions of joint rates similar to 
that now in effect for settling disputes between carriers 
relating to apportionment of loss and damage and 
overcharge claims. 

2. The carriers should develop and put into effect stand- 
ard methods for accounting for passenger and freight 
receipts, both local and interline. This should embrace 
practice in making and handling way bills, station 
forms and methods, reporting by agents, and settle- 
ments as between carriers. 

3. Carriers should develop and put into effect standard 
methods of timekeeping, material accounting and stat- 
ing of disbursements. 

4. The Interstate Commerce Commission, working jointly 
with this association, should revise the classifications. 
The work is already under way with respect to oper- 
ating expenses, and it is highly important that this 
classification be completed and put into effect January 
1, 1923. I consider this the foundation of all of our 
constructive work. 

The revision of the disbursement classification should be 
approached in the light of present conditions prevailing 
under the Transportation Act. The accounts should afford 
a prompt and accurate method of controlling expenses repre- 
sented by disbursements for labor, fuel and material, and 
the classification should directly reflect those elements. 

The nearer we can have the disbursement accounts show 
the current expenditures for labor payrolls, fuel, and material 
and supplies, the more useful the accounts will become as 
a check and record of these items of cost, and I strongly 
urge that the revised classification should show separately, 
with as few accounts as possible, the direct items of expense 
for labor, fuel, material and miscellaneous, the aggregate of 
which constitutes the cost of maintaining and operating the 
railroad properties. This fact was very forcibly impressed 
on me through the requirements of the Interstate Commerce 
Commission in the recent rate hearings, the Senate investi- 
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gation, and in the preparation of data for submission to 
the Labor Board. 

There should be a decided reduction, instead of an ex- 
pansion, in the number of accounts. It is not a refinement 
and further extension of the classification that is desired. 
The accounts, as few in number as possible, should be con- 
structed so that a distribution can be made from the details 
of timekeeping, material disbursements, etc., with the least 
amount of additional expense. The thought is that with 
the proper timekeeping records and material and fuel dis- 
bursements a direct classification can be made in relatively 
few accounts, showing separately, the expenditures for labor, 
fuel, material and miscellaneous, under the general head- 
ings of 

Management 
Maintenance, and 
Operation. 


The revised classification for disbursements should apply 
to each and every common carrier railroad without respect 
to its class or size. 


5. The Interstate Commerce Commission and all 
other federal and state commissions should revise their 
reports and statistical requirements so as to conform 
with the summaries regularly prepared from detail 
records, in conformity with the revised classification, 
and should be confined to the annual report, monthly 
income account and the standard statistical units of 
comparison developed for each road. The annual re- 
ports to the commission, to the states, and to the stock- 
holders, should be harmonized so that one form will ans- 
wer the requirements of all. 


The situation with respect to statistics has reached that 
point where it seems to me desirable that this Association 
of Accounting Officers co-operating with representatives of 
the Interstate Commerce Commission, formulate a system of 


Report of Committee 


HIS COMMITTEE, headed by A. J. County, vice-president 
T of the Pennsylvania System, reported that during the 
year it had held three meetings not including the one 
held on the day preceding the convention. The total number 
of subjects upon which it reported action was 21. These 
included a number of special importance, notably: A pro- 
posed change in the requirements of the Interstate Commerce 
Commission as to the compilation of freight commodity sta- 
tistics; a proposed modification of the monthly report of 
revenues and expenses; the matter of reports furnished the 
Interstate Commerce Commission and the state commissions, 
etc. It also discussed a proposed revision of the Interstate 
Commerce Commission’s accounting classifications, notably 
with reference to the classification of operating expenses. 
This subject was also covered by the committee on disburse- 
ments accounts and the suggestions of the latter are given 
in detail in a separate article on another page of this issue. 
An analysis of the action taken on some of the matters 
of leading interest before the committee follows: 


Settlement of Inter-Road Bills and Accounts 


Where desirable or practicable, the committee recom- 
mended that individual agreements or arrangements should 
be made with specific carriers to facilitate or simplify inter- 
road settlements. The committee suggested a plan for con- 
sideration by those carriers that desire to enter into such 
an arrangement with other roads. In conclusion it said that, 
“In view of this action being purely recommendatory, there 
can be no objection to any road agreeing with another road 
that one net settlement be made monthly of all bills of every 
character that the company may find expedient. 
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statistics that may be generally used by the individual car- 
riers—the summaries to be furnished the commission for its 
information and as a guide in determining whether the prop- 
erties are being operated efficiently and economically. 

The statistics required by the Interstate Commerce Com- 
mission and the state and federal bodies should be on a 
basis of maximum of essential operating data, with a mini- 
mum of detail. 

The object of statistics is to establish facts. Let us not 
waste our energies to the preparation of a lot of useless, 
meaningless statistics, compiled at great expense, which can- 
not be utilized in producing results that will add one penny 
to the net revenue or be the means of improving the service. 
I have conferred with Commissioner Potter and know how 
much in earnest he is in regard to this subject. 

A working basis has been established with the Interstate 
Commerce Commission for the purpose of solving this prob- 
lem. It remains for the railroads to get together and adopt 
the best methods in handling the details of accounting, dis- 
continuing anything of questionable value now prepared, and 
eliminating the numerous disputes and sources of expense, 
caused by lack of proper through rates and properly con- 
structed divisions for apportioning revenue. 

Let us finish as quickly as possible the work of settling 
the accounts for federal control and guaranty period opera- 
tion, and then declare perpetual holiday in the production of 
useless statistics and reports. 

I have the greatest respect for what has been accomplished 
by this association in the past, and I am thoroughly in accord 
with the thought so ably expressed, that we should hasten 
slowly in making changes. But I firmly believe we now 
have in our grasp the greatest opportunity ever offered to 
do constructive work in revising our detail practices at home 
and in working cut with representatives of the Interstate 
Commerce Commission a revision of the existing classifica- 
tions and statistical requirements. 


on General Accounts 


Value of a Unit of Equipment as Rebuilt 


Approval was reported of an interpretation given in a 
letter dated July 5, 1921, from Alexander Wylie, director 
of the I. C. C. Bureau of Accounts for the secretary of the 
association. The letter said in part: 


The instructions at the top of page 33 of the Classification of Investment 
in Road and Equipment, relating to the rebuilding of equipment, have been 
the subject of considerable correspondence between carriers and this Bureau, 
especially with respect to the determination of when work in connection with 
the rehabilitation of equipment shall be considered in the nature of repairs 
and be charged to operating expenses, or in the nature of rebuilding requir- 
ing the retirement of the old unit and the reinstatement of the new. 

The rule referred to is an a from somewhat similar instructions 
appearing in the Classification of Expenditures for Additions and Better- 
ments first revised issue, effective on July 1, 1910. The second paragraph on 
page 39 of that classification reads in pert as follows: 

“When any equipment is in such physical condition that it must be prac- 
tically rebuilt in order to fit it for service, or when any equipment requires 
repairs which, if made, would constitute the major portion of its value, it 
should, when taken out of service, be considered as retired and be written 
out of the accounts. * * *” 

The purpose of the classification will be served and the accounting for 
equipment repairs perpetuated on a correct basis if the word “value” as it 
appears in the second line of the instructions referred to be interpreted as 
pertaining to the current or so-called market value of a unit for the reason 
that this interpretation would continue the objective of having the measure 
of repairs determine whether the unit shall be retired, rather than to have 
thé money value of the repairs determine that question. It should be under- 
stood that this process of determining whether a unit should be retired has 
no bearing on the value at which the unit shall be written out of the invest- 
ment account, the retirement value being the ledger value or cost, estimated 
if not known. The procedure outlined will not conflict with the ‘ater pro- 
visions of the instructions which require that the appraised cost of the new 
unit shall be included in the investment account. In other words, for. the 
purpose of determining whether the unit shall be written out of the accounts, 
the current or market value of the unit shall be considered, but in detef- 
mining the figure at which the reconstructed unit shall be entered in the 
property accounts the fundamental principle of the classification shall be 
adhered to, that entries shall be on basis of actual cost. 


Compilation of Freight Commodity Statistics for 1922 


Discussion of this subject has been going on since last 
July and originated in a letter dated July 13, 1921, from 
Dr. M. O. Lorenz, director of the I. C. C. Bureau of Statis- 
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tics, in which he offered for consideration by the association 
a proposal for a special compilation of freight commodity 
statistics for the year 1922. Mr. Lorenz’s letter said in part: 


The Interstate Commerce Commissicn is now publishing quarterly a 
statement of the number of carloads and the number of tons for each 
of 70 classes of commodities. Nothing is known about the revenue derived 
from each of these classes. . : 

The problem of how far it is advisable to go in the periodical freight 
commodity statistics is an cld one. The carriers themselves differ widely in 
their own statistical practice. ‘The Commission has frequently been asked 
why it does not require carriers to make reports that will reflect the monthly 
movement of the principal commodities and why it does not show the average 
earnings from the varicus classes of commodities. The answer has been 
that the expense of compilation is very large. ; 

It must be recognized that the Transportation Act imposes new duties on 
the Ccmmission in observing the adequacy of railroad revenues. In any com- 
prehensive survey of freight rate adjustments it would seem undeniable that 
it is illuminating and helpful to know the amount of freight revenue from 
Various sources 

The following proposal for additional statistics is made after much_ de- 
liberation of what will be most useful to the Interstate Commerce Com- 
mission in its work and at the same time not prohibitive in cost to the 
carriers: 


Outline of Proposed Additional Commodity Statistics 


There should be reported for the separate months of January, April, July, 
and October, 1922, the number of carloads, tonnage, freight revenue and 
ton-miles of each of the sixty-nine carload classes of commodities now in 
use, local and interline business being separated: 
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Etc. for each of 
69 carload classes 

This subject was also considered by the committee on 
freight accounts, which committee reported as follows: 

Your committee has given consideration to the proposal 
submitted by the Director, Bureau of Statistics, Interstate 
Commerce Commission, for a special compilation of freight 
commodity statistics for the calendar year 1922, and is of 
the opinion that these statistics should not be required for 
the following reasons: 

(1) Based on the best available information, your com- 
mittee estimates that the cost of compiling these statistics, 
by Class I carriers, for four so-called representative months 
in any one year, will be at least one million dollars. Such 
an added expense would be incompatible with the policy of 
cutting down operating expenses and reducing forces, in 
connection with the retrenchment in the cost of industry. 

(2) These statistics would be of little, if any, practical 
value to the carriers generally, and, in the judgment of your 
committee, any use that could be made of the statistics by 
the carriers generally would not justify their compilation. 

(3) In the judgment of your committee, such statistics 
would be subject to misuse in a manner that would be detri- 
mental to the railway industry and unfair to the public; 
also, the statistics would be susceptible of such inaccuracies 
and erroneous conclusions as to discredit the statistics. 

The movement of freight traffic in the United States em- 
braces a very large area and is diversified in its nature. The 
methods of waybilling necessarily vary, in that some traffic 
is waybilled from point of origin to destination, while other 
traffic is rewaybilled one or more times; still other traffic of 
large volume moving under transit arrangements of various 
kinds, by which the nature and the name of the commodity 
may change. Rates for certain parts of the haul are low, 
and others high. It is, therefore, believed that any revenue 
ton-mile figures produced in totals, and without regard to 
geographical movement, would be very unreliable unless 
accompanied by voluminous explanations of such detail as 
to make the practical use of such statistics very doubtful. 

The statistics could not equitably or practically be used 
in rate cases or rate studies, until and unless supplemented 
by such detail as to constitute virtually a special study for 
that particular purpose. 
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The compilation of the suggested statistics would necessi- 
tate increased clerical forces, added stationery costs, enlarge- 
ment of office space, additional machinery, etc. Even in the 
case of those carriers that now compile, for their own pur- 
poses, information similar to that suggested, there would be 
usually an additional expense, generally of a material 
amount, in order to meet the suggested requirements. 

By requiring the data for only four so-called representative 
months, the statistics could be obtained at the minimum esti- 
mated cost of one million dollars by spreading the period of 
compilation to that extent which would make the figures 
available far distant from the period that they cover; that 
would detract from any usefulness the compilation might 
possess. Even four months selected under any conditions 
would not always be representative and, in many cases, 
would certainly be misrepresentative. 


Modification of Monthly Report 
of Revenues and Expenses 


The following is letter of September 15, 1921, from Dr. 
M. O. Lorenz, Director, Bureau of Statistics, I. C. C.: 

It is proposed to modify items 10 and 11 in the monthly 
report of revenues and expenses as follows, beginning with 
January, 1922: 


10. Maintenance of Way and Structures: 
Accounts 201-279 
Account 280 —Equalization adjustment 
Total Maintenance of Way 
11. Maintenance of Equipment: 
Accounts 308-313—-Locomotives 
Accounts 314-316—Freight train cars 
Accounts 317-319—Passenger-train cars 
Accounts 301-337—-Excluding preceding 
Account 338 | —Equalization adjustment 
Total Maintenance of Equipment* 
* Includes $..............+.++.+..for contract repairs. 


I would ask that this matter be brought to the attention 
of the appropriate committee. 

Your committee is of the opinion that if the information 
mentioned is to be required, it should be as a separate special 
report, and should not be included in the monthly report of 
revenues and expenses, 


Minimum for Addition and Betterment Charges 


This subject came up because of a conflict in the require- 
ments of the Bureau of Accounts of the I. C. C. and the 
Bureau of Valuation. The former allows a $100 minimum 
for additions and betterments but the latter does not, with 
the result that the economy which the rule of the former 
allows is not permitted in the case of the latter and with 
the result, also, that two sets of books must be kept. The 
secretary of the association was directed to communicate 
with the I. C. C. for an interpretation eliminating the con- 
flict and to request the I. C. C. to relieve the carriers of the 
reports of items of less than $100 to the Bureau of Val- 
uation. 


Reports for the I. C. C. and the State Commissions 


This subject is one of the most important subjects which 
is now before the railway accounting officers. It was brought 
to the attention of the R. A. O. A. by the Association of 
Railway Executives and is being studied by the general 
accounts committee through a sub-committee headed by E. M. 
Thomas, comptroller of the Chesapeake & Ohio. One of the 
most interesting features of the discussion was a letter 
sent to Mark W. Potter, member of the Interstate Commerce 
Commission, by Slason Thompson, director of the Bureau 
of Railway News and Statistics. Mr. Thompson, in his 
letter, pointed out that from 1895 to 1920 there had been an 
increase of 441 per cent in the number of clerks, whereas 
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in the same period there was an increase of but 147 per 
cent in the number of passengers carried, 231 per cent in 
the number of tons of freight. carried, 103 per cent in the 
net capitalization, etc., or that there had been an increase 
of 1148 per cent in this period in the compensation of rail- 
way clerks, as compared with an increase of 481 per cent 
in operating revenues and 720 per cent in operating ex- 
penses. He followed out this idea by showing that this 
increase in number and compensation of clerks was due to 
the increasing volume of statistical reports required pri- 
marily by regulating bodies, all of which he points out in 
great detail. The latter part of his letter is a suggestion 
for what he terms “reformed accounting” or a “new ar- 
rangement for statistical requirements.” In these suggestions 
he gives in great detail a proposed classification of accounts 
of various kinds and the major element in his suggestions is 
primarily a reduction in the number of classifications. 

The accounting officers have not yet arrived at any definite 
conclusions in connection with Mr. Thompson’s letter or in 
connection with submissal of that letter to the association by 
Mr. Potter. The matter is still being considered by the 
sub-committee working in co-operation with the commission. 


Forms Relating to Income Tax Returns 


A sub-committee was appointed to confer with In- 
ternal Revenue Department on the subject of simplifying 


Report of Committee 


HIS committee, the chairman of which was W. B. 
Kraft, auditor of revenues of the Pennsylvania Rail- 
road at Philadelphia, reported that the committee had 

met on four occasions for a total of 14 days, not including 
the meeting preceding the convention nor the meetings of 
the several sub-committees chosen to cover specific subjects. 
The committee’s report in the Agenda for the annual meeting 
covered 103 subjects and required 126 pages: In supple- 
mentary agenda three more subjects were added, bringing 
the total to 106. The 1921 freight committee covered 77 
subjects which was the record up to that time. In view of 
these facts any analysis of the committee’s work must be 
severely abstracted. Among the important subjects consid- 
ered were the following: 


Revenue Accounting, Forwarded 
Basis vs. Received Basis 


The report discussed the general features of each plan 
and in its conclusion said that to reverse the plan in general 
use—that is, the received basis—would add to the expense 
of accounting. Therefore, the committee recommended the 
use of the so-called received basis for accounting of freight 
revenues as the standard plan of the Railway Accounting 
Officers Association. 


Station Freight Accounting by Automatic Machines 


This subject was carried over from 1921. The commit- 
tee expressed the opinion that the plan of station account- 
ing with the use of punched cards and tabulating machines 
is impracticable for general use. However, the plan is prac- 
ticable where the volume of traffic warrants its installation, 
and the committee is of the opinion that no economy can be 
effected where the number of items. handled at a station is 
less than 25,000 per month. A plan was proposed as to the 
method of doing the work. 


Standardization of Station Accounts and Forms 


The association at its 1921 annual meeting left this sub- 
ject with the committee on freight accounts for further con- 
sideration and report. ‘The committee recommended for 
adoption a suggested plan of station freight accounts. 


The 
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the forms for income tax returns. The sub-committee report- 
ed that it was preparing a form for use by railroads for the 
year 1922 returns. [It requested suggestions and said that 
it had already received a large number. With reference to 
the general matter of taxation, it added: 


It is the view of your sub-committee that the great and continued increase 
in railroad taxation, bcth federal and state, should he kept before the atten- 
tion of the railroad executives by the accounting officers. It is evident to 
your sub-ccmmittee that because of high taxation and the limited return that 
railroads have been permitted to earn for many years past, combined with 
the construction of new highways and the use of the motor truck, and to 
some extent the waterways, the carriers are continuing to operate many 
miles of railroads and facilities that are not self-sustaining, and unless there 
is some relief in the matter of taxation, as well as in other expenses, con- 
tinued operation of such lines might not be justified. To your sub-committee 
it seems equitable that so long as railroad earnings and returns are limited 
by law and the railroads are required to divide profits, if earned, with the 
government, a corresponding limitaticn of taxation should be urged for the 
railroads. 


Tax Accruals 


The committee reported its opinion that taxes should be 
charged to Account 532 each month on basis of 1/12 of 
the estimated taxes for the year, except that in the case of 
railroads whose traffic is largely or wholly seasonal and who 
deem it necessary to account for taxes on some other basis, 
such cases should be permitted by the Interstate Commerce 
Commission ‘rather than to impose a method not adapted to 
the earning or financial experience of such railroad com- 
panies. 


on Freight Accounts 


plan pointed out that station accounting represents an im- 
portant fundamental of revenue freight accounting. ‘“Ob- 
viously, all railroads must have station accounting. The 
variations on different roads are variations largely in detail. 
There are some broad, general principles of station account- 
ing, both as to forms and methods, that are applicable to 
all conditions alike. The Railway Accounting Officers 
Association has endeavored to embody those principles in 
the forms and method hereinafter contained for the benefit 
of all who are now or may hereafter be concerned with sta- 
tion accounting.” The plan also states: “The association 
recommends a daily system of station freight accounting; 
and in recognition of the trend to this system by all carriers, 
the forms constituting the R. A. O. A. plan of station freight 
accounts have been primarily predicated on the daily system. 
Sufficient elasticity, however, has been allowed in the forms 
to permit the advantageous use of them in connection with 
a monthly system of accounting.” 


Method of Adjusting Items on Loss and 
Damage on Bills Against U. S. Government 


The committee recommended for adoption by the associa- 
tion the following: 

Resclved, That all claims presented by the United States government 
against a carrier, in connection with a bill rendered by that carrier against 
the United States government, be sent by the government to the officer of 
the carrier in charge of the rendition of bills, instead of to freight claim 
agent in charge of overcharge or loss and damage claims. After the neces- 
sary notation has been made against the records of the office to whom sent 
the claim papers are to be forwarded to the appropriate freight claim agent 
or investicated and adjusted in accordance with the practices of the carrier 
against whom filed. 


Shipper’s Order Notify Bills of Lading 


The committee expressed the opinion that paragraph 129 
of the R. A. O. A. 1921 Synopsis should be changed to read: 
129. Bills of lading should be signed only by an agent or bonded employee, 


the signature to be written in ink or indelible pencil. Carriers shculd exer- 
cise care in policing the endorsement on bills of lading. 


Two-Figure Per Cents—lInterline Waybills 


The most important development in this very important 
matter during the year was a reference of this question to 
the attention of the association of railway executives. The 
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committee’s report submitted as information the following 
letter dated March, 1922, from J. J. Ekin, president of the 
R. A. O. A.; to the chairman of the executives’ association: 


_ The universal use of joint through freight rates, and simplified divi- 
sions for apportioning freight revenue among the interested carriers, would 
save the carriers of the country more than five million dollars ($5,000,000) 
annually in clerical expense. This saving is arrived at from figures fur- 
nished by the individual carriers. 

Joiut through rates and simplified divisions are indispensable in efficiently 
and economically conducting interline or through waybilling of freight from 
point of origin to destinaticn, which method materially improves the service 
rendered by railroads to the public; lessens the time required for trans- 
porting freight; is helpful in the operation of junction agencies; reduces the 
number of overcharge claims; and facilitates the investigation of loss and 
damage, as well as overcharge claims. These advantages are separate and 
apart from, and are in addition to, the economy hereinbefore mentioned. 
_ The traffic department makes the rates and divisions, but it is an account- 
ing function to apply those divisions in the settlements with other carriers. 
The divisions are stated in such a complicated manner, as to’ bring about 
unnecessary clerical expense in the accounting application of those divi- 
sions. 

The accounting officers advocate divisions of that degree of simplicity 
which will afford adequate protection to the revenues of the interested 
carriers, and which can be readily applied, minimizing the clerical labor 
necessary in making the voluminous and complicated calculations month 
after month, year after year. Regardless of how the division may be 
stated, and how many calculations may be necessary, it will be obvious that 
each carrier, after all, receives a certain percentage of the revenue 
involved. 

The term “Simplified Divisions” means stating the divisions as straight 
percentages. To illustrate: The rate would represent 100 per cent of the 
revenue, and each carrier’s proportion would be expressed as a percentage 
of the joint through rate. 

The benefits to be derived from the use of simplified divisions have 
passed the experimental stage and are an established fact. Simplified divi- 
sions are, to some extent, in use, but the carriers are deprived of the full 
efficiency and economy to be obtained, until and unless simplified divisions 
are completely and universally put into effect. 

his question, during recent months, has been given special study by a 
committee appointed for that purpose, and the subject is of such pressing 
importance and concern that we commend it to you for consideration as 
being worthy of submission to the Railway Executives. 

The Railway Accounting Officers Association, and the accounting officers 
individually, stand ready to cooperate with the traffic officers and traffic 
association in every possible way in connection with this matter. 

This letter is written by direction of, and is, therefore, an expression on 
behalf of this Association. 


Various members of the association reported that consid- 
erable progress had been made in the matter of simplified 
divisions during recent months. One member said that the 
Southern Railway had adopted two-figure per cents on all 
system business and had shown large savings. A memoran- 
dum was read saying that the western executives had recently 
appointed a committee of six traffic officers headed by C. E. 
Spens, vice-president in charge of traffic of the Burlington, 
to consider the question and that accounting officers had been 
asked to co-operate. 


Legible Interline Waybills 


Yhe committee submitted as information a copy of a cir- 
cular sent to members of the association under date of 
October 4, 1921, in accordance with a recommendation of 
the committee. 


Preventing of Overcharges and Undercharges 


The committee submitted the following suggestions as 
means for preventing overcharges and undercharges, with 
the recommendation that they be embodied in the Synopsis: 


1. Simplification of tariffs and division bases. : 3 

2. Some general plan of constructing divisions under which it would be 
possible to place division bases in the hands of junction agents and others 
interested before the tariffs become effective. 

3. Extension of joint through rates. 

4. Extension of interline billing. : ’ al 

5. Proper instructions and advice to new or inexperienced agents, billing 
and revising clerks, at origin, at rewaybilling points and at destination, by 
competent senior station employees, or by traffic or accounting representa- 
tives assigned to and specializing in work of this nature. 

6. Establishment of audit office revision bureau at important inter- 
change points, or at system points advantageously located, thus insuring 
proper revision by competent rate men prior to delivery of freight and 
relieving the agents at the smaller stations of this duty as far as practi- 
cable. 

7. Inspection of station tariff files and recheck of station revision by 
traveling tariff inspectors, or rate clerks, especially assigned to and quali- 
fied for work of this nature. 

8. Careful attention to the matter of weights, particularly on less car- 
load traffic, with a system of test check weights and reports to be made 
en route, or at destination, by agents, if necessary, but preferably by 
traveling representatives assigned to and specializing on work of this 
nature. 

9. Careful audit office revision, with an adequate system of advices to 
agents by correction notice, or otherwise, covering billing of revision errors 
made by agents, thus guarding against a succession of errors similar in 
nature, 

10. Close co-operation between the Overcharge Claim and Waybill 
Revision Departments, with an adequate system of advices under which 
the latter may be informed of all revision failures developed in the han- 
dling of overcharge claims. 2 

11. A monthly analysis of under and overcliarge corrections accepted 
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and of overcharge claims paid, showing as to each the number and amount 
chargeable to faulty work at each station, separated as to causes, such as— 

Errors in rates, 

ps “classification, 

description of freight, 
weight, 
routing, 
extension, etc., etc., 

Shipments not rated through, 
such analysis to be tabulated in statement form, showing comparison by sta- 
tions, for distribution to station agents and others. With the causes for 
overcharge set up in this manner, corrective measures can be concentrated 
on the principal causes. 


Refunding Freight Overcharges Discovered by 
Verification of Waybills in Freight Auditor’s Office 


The committee found that carriers generally are refund- 
ing overcharges detected in the audit office, but there is 
lack of uniformity in the method of notifying parties to 
whom overcharge is to be refunded. 

The committee recommended that all agents be required 
to carefully revise the waybills as to description of articles, 
weight, classification, rate, and extension before taking into 
account, and that a careful revision be made of the waybills 
in the audit office. 

Overcharges detected in the audit office should be covered 
by waybill correction, or by special form if used for that 
purpose, and re-checked before being forwarded to the agent 
who collected the transportation charges. If the agent is 
unable to effect refund on account of freight bill having been 
remitted to the shipper, or for other reasons, the agent should 
obtain full address of the shipper or party to whom the re- 
fund is due, and submit the information to the audit office 
without delay. Upon receipt of this advice the audit office 
should notify the party to whom refund is due to submit 
claim supported by the original paid freight bill or original 
paid bill of lading. 

It should be impressed on all concerned that it is as im- 
portant to refund overcharges as to collect undercharges. 


“ “ 
“ Li 
“ec “ 
“ “ 


Unit Passing Report 


This subject was brought before the attention of the com- 
mittee by a communication explaining the methods followed 
by the Central of Georgia with reference to passing reports. 
The committee expressed the opinion that, in addition to 
the present R. A. O. A. Standard Form No. 119, Junction 
Passing Report of Interline Waybills, a Unit Passing Report 
be also adopted. The use of either form is optional. 

Junction point at which unit passing report is made should 
be left to the individual carrier for reason that facilities to 
obtain such information may be available at one point and 
not at another. 

However, it would seem preferable to obtain the record at 
the going off junction for reason that, when tracing for set- 
tlement, next connection delivering record can be positively 
furnished. 

Accounting requirements of the individual carriers would 
determine whether the unit passing report should be printed 
in one or more parts. 


Division Sheet Reference to be Shown on Tariffs 


The committee recommended that division sheet reference 
be shown on tariffs when published and requested the 
secretary to advise the traffic associations of this action. 


Standard Form of Waybill Envelope 


The committee met with the sub-committee on railroad 
business mail of the A. R. A. transportation division 
and agreed to recommend a standard form of envelope for 
mailing merchandise waybills. The envelope is to be 12% 
in. by 9% in. and to have a half-inch border on both 
sides in red ink in order that it can always be identified 
as an envelope containing waybills. 


Miscellaneous Charges on Waybills 


The committee reported that it had given thorough con- 
sideration to the necessity of properly describing in detail, 
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miscellaneous services in transit, so that the destination 
agent can fully describe this information on the freight 
bill to obviate complaints of consignees and refusal of. pay- 
ment for the charges and, therefore, it recommended changes 
in the present rules to cover the situation. 


Empty Cars Short-Routed 


Empty cars, when short-routed in accordance with car 
service rules, should be moved on empty car waybill, the 
road arranging for the service to pay the charges through 
bill and voucher plan. 

The committee was also of the opinion that, under no 
circumstances, should revenue waybill be issued with 
charges. 


Waybilling to Stop in Transit to Finish Loading, Etc. 


This matter was brought up because it was felt that 
there was a lack of uniformity with reference to the man- 
ner in which various carriers waybill carload shipments 
that are stopped in transit to finish loading, partly unload, 
or in conformance to other privileges authorized by tariffs. 
The committee submitted the following conclusion: 

On the R. A. O. A. standard waybill forms now used 
for car-load freight, a space is provided at the top, im- 
mediately above the car initials and number in which to 
enter for the benefit of conductors, instructions covering 
cars to be stopped in transit. Your committee feels that 
if instructions are shown in this space by the waybilling 
agent, the troubles due to carrying such shipments beyond 
the “stop” point will be practically eliminated. Further- 
more waybilling to the “stop” point would involve pos- 
sibility of agent neglecting to show the final destination and 
would make necessary a change of waybill heading for every 
stop. 
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The committee recommended that shipments consigned to 
be stopped in transit to partly unload, to finish loading, 
etc., be waybilled in accordance with current waybilling 
instructions to the destination to which consigned (or to 
junction point if through billing unauthorized). Instruc- 
tions to conductors showing where cars are to be stopped 
to be entered on waybill in space provided. 


Simplification of Accounts 


The importance of this subject is pointed out by the fact 
that 21 pages were devoted to it in the Agenda. The com- 
mittee took up the consideration of the subject in conformance 
with a letter addressed to it by the president of the asso- 
ciation last January. The committee resolved itself into 
three sub-committees and the work which it submitted in the 
form of plans, methods, recommendations and comments in 
the interest of the simplification of accounting, may be sum- 
marized in the following topical analysis: 


1. STANDARD ForMS AND PLANS FoR STATION ACCOUNTS. 


Zone Plan of Accounting. 
Machine Station Accounting Plan. 
General. 
2. (a) Use or BLanxet WaAyBILLS. 
(b) THE AccOMPANYING OF WAyBILL WITH FREIGHT. 
(c) MULTILATION OF WAYBILLS. 
3. AubDITING THE DoLiAR oF Locat REVENUE INTO THE TREASURY. 
Audit Office Settlement of Interline Waypbills, 
4. SetTttinc INTERLINE AccouUNTS, 
1. Separate Abstracts for Each Commodity. 
(a) Settlement of L. C. L. Traffic on Gateway or Zone Per Cents. 
2. Minimum Amount for Which Correction Shall Be Issued by 
Agents or Audit Office. 
3. Rendering Interline Accounts Later than the 18th of the Follow- 
ing Month. 


§,. Sr1mMPuiiFiIep Divisions. 

6. LIMITATION OF THROUGH WaAYBILLING. 

7. Best METHOD OF ENLISTING Co-OPERATION OF TRAFFIC OFFICERS IN 
SIMPLIFICATION OF RaTES, Divis1oNs AND CLASSIFICATIONS, 

8. RESTRICTING CLASSIFICATION TO THREE Crasses For L. C. L. Suip- 
MENTS, 

9. Diviston SHEET REFERENCE TO BE SHOWN ON TARIFFS WHEN Pus- 


LISHED. 


Report of Committee on Passenger Accounts 


which was W. A. Meglemry, auditor of passenger ac- 

counts of the Louisville & Nashville, reported that it 
had held three meetings for a iotal of eight days. It covered 
51 subjects and its report on these subjects required 60 pages 
of the Agenda. Two of the important subjects which it 
discussed were related to the accounting procedure for sur- 
charge on pullman fares and the standardization of station 
accounting forms and practices. It also reported on some 
further details in connection with the uniform and simpli- 
fied basis for the division of the interline passenger fares. 

A brief analysis of the work of the committee follows: 


Uniform and Simplified Basis for the 
Division of Interline Passenger Fares 


Ts COMMITTEE ON passenger accounts, the chairman of 


A plan covering this situation was presented to the 1920 
meeting. The committee said that it had hoped to be 
able to include in its report some figures in the form of a 
comparison of the revenue that would accrue under the 
simplified basis and under the present basis. The matter 
is being studied further and the committee recommended 
that all carriers of the association whose interline ticket 
‘sales average $25,000 per month or more, should be asked 
to make a comparison covering the month of February, 
1922, including also a statement of the possible saving 
under the new plan. 


Accounting Procedure for Surcharge on Pullman Fares 


This matter caused considerable discussion on the floor 
.of the convention. The matter was considered also in 1920 
and had been left with the committee for further report. 
The committee recommended the following resolution and 
proposed also a detailed plan for securing better results in 
connection with the matter. 





Final Date for Reports from Agents 
to Accounting Department 


This matter was brought to the attention of the asso- 
ciation by the American Association of Railroad Ticket 
Agents who pointed out that the requirements as to the 
dates the monthly reports should reach the accounting de- 
partments frequently result in considerable overtime work in 
order to get them out on time. The committee recommended 
no change from the existing practice, which provides that 
ticket reports from all agencies be forwarded as promptly 
as possible after the close of the month, and points out 
that the varying conditions would not make it practicable 
to prescribe a fixed date that could be observed at all sta- 
tions. The matter should accordingly be left with the in- 
dividual carriers. 

Attention is directed to the fact that some relief can be 
afforded by permitting agents at the larger offices to render 
semi-monthly reports of interline ticket sales. 


Standardization of Station Accounting 
Forms and Practices 


The importance of this matter is indicated by the fact that 
in the Agenda 25 pages were devoted to it. The com- 
mittee offered for adoption several standard forms with 
which it submitted a description of their proper use. 


Publication of Transfer Charges at Junction Points 


The committee submitted the following for adoption by 
the association: 


Whereas, The Act to Regulate Commerce as amended provides that 
all charges to be collected for transportation must be shown in tariffs 
filed with the Interstate Commerce Commission, and 
_ Whereas, It has been found that when transfer charges are so pub- 
lished it would prove a convenience to agencies who are not provided 
with a complete set of tariffs if they were shown in the Official Guide 
as a matter of information, and 
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Whereas, This information can be published in the Guide without 
charge, be it : 

Resolved, That this association recommends that all transfer charges 
which are to be collected from passengers be shown in tariffs regularly 
published and filed with the Interstate Commerce Commission, and be 
it further : 

Resolved, That when such charges are published in tariffs compilers 
notify publishers of the Guide in order that the charges may be shown 
in that publication as a matter of information, and be it further 4 

Resolved, That a copy of this resolution be sent to the Secretary of 
the American Association of Passenger Traffic Officers and the chairmen 
of the several Territorial Passenger Traffic Associations. 


Dating Tickets Sold in Advance 

The committee expressed the opinion that the most satis- 
factory manner of handling interline tickets sold in ad- 
vance is to require the agents to stamp these with their 
regular dating stamps showing the ‘actual date of sale, en- 
dorsing or stamping across the face of the contract of ticket 
and each coupon, “Not good for passage until.......... ; 
19 indicating the date on which such tickets are 
good for passage. 

Double dating stamps at large offices, indicating the same 
information on each coupon and contract of tickets, are 
used to advantage in this respect. 


eevee 9 


Report of Committee on 
Disbursement Accounts 


The most important subject before this committee was 
the proposed change in the classification of operating ex- 
which has been covered in a separate article in 
this issue. The committee was headed by F. C. Uhlman, 
general auditor of the Western Maryland. The work of the 
committee is largely a matter of determining to what ac- 
counts various expenses should be charged, but in recent 
years the committee has gone beyond this and has accom- 
plished work of a more general character as is evidenced, 
for instance, in what it has done in connection with the 
operating expense classification. 

The committee reported on a total of 52 subjects. Some of 
the important subjects discussed by the committee included 
the following. 


penses 


Percentage Covering Supervision, etc., 
to be Added to Bills 


The committee expressed the opinion that when not in 
violation of contract provisions and when not in violation 
of A. R. A. (M. C. B.) rules, 10 per cent for labor and 15 
per cent for material are reasonable and equitable percent- 
ages to be added to bills rendered by one carrier against an- 
other carrier to cover supervision, use of tools, etc. 

The committee recommended that the individual account- 
ing officers bring the foregoing to the attention of their re- 
spective managements, with a view of having the 10 and 15 
per cents made generally effective and operative. 


Settlement of Car Repair Charges 


The association adopted the following as an addition to 
its disbursement recommendatory rules. 

The subject was brought to the attention of the committee 
by R. L. Harris, auditor of disbursements of the Atchison, 
Topeka & Santa Fe. 

The committee recommended the addition of the following 
to the disbursement recommendatory rules: 


1. Car repair bills rendered under A, R. A. (M. C. B.) code of rules 
mav be included in one monthly summary of R. A. O. A. standard form 
No. 215 The monthly summary, together with all bills included therein, 
may be forwarded not later than the last day of the succeeding month. 

: ‘or the purpose of draft settlement summaries may be accepted as 
rencered, the bills to be subject to verification and adjustment through 
counterbilling in accordance with the A. R. A. code of car repair rules 


nay be of net balances which may be subject to draft 


tay of the second succeeding month. 


Settlemen!s made 


on the 15th 

The committee recommended that the new rules should be 
made mandatory, but after considerable discussion, the asso- 
ciation voted to make them recommendatory only. Mr. Har- 
ris, who explained his ideas, said that some roads have car 
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repair bills running from $100,000 to $500,000 month 
He showed further that billing of car repairs usually \ 
averaged about 45 days after the work was completed 
though some roads take a longer time, but he said that in | 
experience the average time in which it took to get payme! 
on the bills—that is for the checking and payment of bill 
—required 78 days and that some carriers do not pay unt 
the expiration of six months. He pointed out that the 
was too much diversity of practice and too much corr 
spondence requesting payment, etc., and that the whole thin; 
was largely a matter of proper equity. Those who objecte 
to the proposal said that the difficulty was that on the whok 
the bills were not properly rendered and it was stated in no 
uncertain terms that there was apparently considerable pad 
ding and erroneous charging, although strenuous objection 
was made to such allegation. The final result, however, was 
that the association refused to make the rule mandatory and 
suggested that carriers, if they desired, could make individual 
arrangements with other roads. 

The committee also submitted a detailed plan concerning 
interroad car repair billing and bookkeeping methods and 
forms. 


Report of Committee on Overcharge Rules 


The subjects discussed by this committee headed by J. F. 
Schutte, auditor of freight claims of the Baltimore & Ohio, 
were largely of a technical character. One of the subjects 
of more general interest, however, was that relating to the 
cause and prevention of overcharge claims, which has already 
been referred to above. 

The committee expressed the opinion that the large 
of overcharge claims discovered as a result of the revision 
of freight bills by the traffic men of large shippers, and by 
the numerous auditing bureaus and claim collecting agencies 
for the smaller shippers clearly indicate necessity for more 
complete revision by carriers before the charges are collected, 
not only for the purpose of preventing such overcharges, but 
in order that an almost equal number of undercharges which 
are not now called to its attention may be collected. The cost 
of increased revision would be largely taken care of by the 
additional undercharges collected, and by decrease in expense 
in claim offices, and much of the irritation resulting from 
overcharges and from demand for payment of undercharges 
months after the freight has been delivered would be removed. 

The committee, therefore, recommended the employment of 
expert rate clerks under the jurisdiction of the accounting 
dpartment at the large terminals and at the larger rate break- 
ing or interchange points, whose duty it shall be to carefully 
revise the billing and correct the charges to the proper basis 
before delivery of the freight. 

The committee further recommended that the fullest co- 
operation be established between -the office adjusting claims 
and the revision clerks, so that errors which may have escaped 
detection may not be repeated. . 


number 


Report of Committee on 
Terminal Companies’ Accounts 


The chairman of this committee was George E. Campbell, 
auditor of the Union Railroad. The most interesting feature 
of its work consisted of its recommending plans and uniform 
blanks for handling lost and found articles, and it also made 
some interesting recommendations relative to parcel room 
checks. 


Election of Officers 


The association elected as its president for the coming 
year, L. G. Scott, vice president of the Wabash: as its first 
vice president, A. J. County, vice president of the Penn- 
sylvania Railroad, and as second vice president, E. M. 
Thomas, comptroller of the Chesapeake & Ohio. 





Michigan Central Reflects Increasing Prosperity 


Net After Fixed Charges in 1921, $7,725,337, Despite 
16.95 Per Cent Decrease in Revenues 


HE MICHIGAN CENTRAL in recent years has had some- 
T what the same sort of a change for the better in its 

fortunes as has characterized the recent history of the 
Pere Marquette. This statement, of course, is made with 
due regard to the fact that the Michigan Central has had 
somewhat of a different financial history from that of its 
neighbor carrier. Both roads, nevertheless, have been able 
to realize rather handily on the increased prosperity of the 
state of Michigan which has resulted primarily from the 
centering of the automobile industry in that section. 

In the year ended December 31, 1921, the Michigan Central 
reported a net after fixed charges of $7,725,337 as com- 
pared with $3,805,785 the preceding year. In 1920 its 
dividends totaled 4 per cent, or $749,456. In 1921 the total 
was 6 per cent or $1,124,184. This meant that in 1920 
the road carried a surplus to profit and loss of $3,056,329, 
and that in 1921 it increased this surplus to $6,601,153. It 
might be suggested that because of the various adjustments 
made as between the two years, that these figures should 
possibly be averaged in order to secure a proper basis for 
comparison. In whatever way they may be regarded, they 
indicate a very favorable financial condition for the Michigan 
Central. The adjustments referred to as between the two 
years are principally those relating to the reserves for mainte- 
nance which were set up in 1920 but which were eliminated 
or credited in 1921. There was, for example, a charge to 
equalization of maintenance of way in 1920 of $1,212,936 
and to equalization of maintenance of equipment, $2,696,- 
790. The inclusion of these reserves in the 1920 accounts 
increased the maintenance charges to the extent named and 
their being credited in 1921 reduced the 1921 accounts ac- 
cordingly. This matter was pointed out in rather complete 
detail in -the recent editorial review which appeared in 
these columns of the New York Central operations, so it 
is not necessary to enlarge upon the matter here except inso- 
far as it is necessary to point out the effect on the 1921 
income statement. Another factor of interest in the 1921 
income account is the inclusion of a figure of $621,874 repre- 
senting additional compensation and adjustment of standard 
return under the contract with the director general for the 
operation of the property during federal control. 

The Michigan Central did extremely well for the govern- 
ment during the period of federal control and this is the 
factor which emphasizes more than almost any other one 
thing the change in the fortunes of the road which was 
pointed out above. The road had a standard return of $8,- 
052,127 excluding the adjustments which were made later. 
In 1918 it earned for the government a net railway oper- 
ating income of $13,692,236. In 1919, when nearly every 
other road was doing the opposite, it increased this net to 
$16,969,157. The figures for 1920 and 1921 were com- 
plicated by the debit in one year and the credit in the other 
of the charges for equalization of maintenance. In the 
December statement to the Interstate Commerce Commission, 
the figure for 1920 was $4,395,633, and for 1921, $15,403,- 
271. Bearing in mind the amount of the equalization credits 
for the latter year, it appears, nevertheless, that the Michigan 
Central is on a very much different earning basis from that 
on which its standard return was based, which again goes to 
prove the point which was made above concerning this factor. 


32.22 Per Cent Cut in Tonnage 


The favorable result secured in 1921 was due primarily to 
the severe economies which were instituted in that period. 


The road suffered during the year a reduction of 32.22 per 
cent in its revenue freight tonnage and an even greater re- 
duction in its revenue ton mileage. Increased rates, however, 
compensated for this in a measure, but, nevertheless, the re- 
duction in freight revenues was 17.18 per cent, and of total 
revenues, 16.95 per cent. Such improvement as was made 
during the year was the result of a decrease of 29.79 per cent 
in operating expenses, this figure being worked out with the 
elimination of the adjustments of the expenses for equaliza- 
tion of maintenance. 

The tons of revenue freight carried during the year totaled 
20,471,263 as compared with 30,203,776 in 1920. the re- 
duction being. 9,732,513, or, as above noted, 32.22 per cent. 
The reduction in tonnage was general. The most important 
elements in the road’s traffic are products of mines and manu- 
factures. Of the total tonnage in 1921, 9,476,640 was 
products of mines and 5,418,397, manufactures and mis- 
cellaneous. The bituminous coal tonnage makes up about 
one-half the total products of mines and in 1921, the figure 
of bituminous coal tonnage was 4,710,600, as compared with 
8,174,625 in 1920. In other words, there was a falling off 
in bituminous coal tonnage of 3,464,025. The figure given 
above for manufactures and miscellaneous, 5,418,397, com- 
pared with 10,285,407 in 1920, and represented a reduction 
of 4,867,010. It is interesting at this point to indicate that 
the Michigan Central also has a large traffic in anthracite 
coal. In 1921 it carried 1,409,000 tons, received from con- 
nections at the Niagara Frontier. 

Car Loadings Increase 


This tonnage was slightly larger than the 1920 figure. 
These figures have an interest at present because it happens 
that the Michigan Central car loadings are running con- 
siderably better than they ran in the corresponding period 
of 1920. The increase has been shown in l.c.l. traffic and 
in manufactures. In other words, it reflects the reviving 
prosperity which has recently been characterizing the auto- 
mobile business. It might be pointed out that the road 
originates only about one-half its total traffic and further, 
that its traffic received from connections has also been show- 
ing an encouraging betterment. 

The freight revenues in 1921 totaled $45,728,135 as com- 
pared with $55,215,123 in 1920, a decrease of $9,486,988. 
The total revenues for 1921 were $72,911,852 as compared 
with $87,790,799 in 1920, a decrease of $14,878,947. This 
decrease compared with a reduction of $16,809,927 in oper- 
ating expenses. 

Any analysis of operating expenses for the year 1921 is 
complicated by the maintenance equalization charges which 
have been mentioned several times previously. If the equal- 
ization charges are included, the figures show a reduction 
in operating expenses of $24,588,614. They also show an 
operating ratio for 1920 of 87.87 and for 1921 of but 72.08. 
Excluding the equalization charges, however, we have the 
figure previously given and an operating ratio for 1921 of 
77.38. This ratio is high, which makes one believe that the 
1922 report of the Michigan Central should be able to show 
a marked improvement over 1921. 

With further reference to the decrease in operating ex- 
penses it should be noted that there was a decrease of $2,- 
452,508 in maintenance of way and structures, but that there 
were sizeable increases in the primary accounts of ties, rails 
and other track material, which rather plainly indicates that 
such savings as were made were due to lower wages and 
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increased economy on the part of labor generally. The re- 
duction in maintenance of equipment was $5,797,600 and 
the 1921 figure was $14,385,253. It appears that in this 
case the road made its principal savings largely because of 
locomotive and car repairs. There was, in fact, a reduction 
from $6,367,461 in 1920 to $4,502,434, or, $1,865,027 in 
the primary accounts of repairs to locomotives. ‘The charges 
of freight car repairs were decreased $3,245,982, or, from 
$9,061,387 in 1920 to $5,815,405 in 1921. The final result 
is shown in a rather marked increase in the percentage of 
bad-order cars. The Michigan Central reported on May 15 
a bad-order car percentage of 19.8 as against the country’s 
average at that time of 14.7. This seems to indicate that 
operating expense accounts will probably have to reflect some 
rather heavy expenses in coming months for freight car re- 
pairs. The unserviceable locomotive percentage on May 15 
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was 16.8 which is high but not as high as many other roads 
had reported. 

The general thought with reference to Michigan Central 
would be that this property has become a prosperous part 
of the New York Central system. The thought would also 
be that if the road was able to meet such a large reduction 
in its operating revenues as it succeeded in meeting without 
particular difficulty in 1921, it should show a very interesting 
effect in 1922 in the form of a realization on the rapidly 
improving prosperity of the territory which it serves. This 
idea is further emphasized by the April report of earnings. 
For the month the road shows a net after rental of $1,206,- 
327 as compared with $952,401 in April, 1921. For the 
four months, the net after rentals was $3,784,616 as against 
$2,318,211 in the first four months of 1921. For April this 
year the road operated at 74.1, for the four months, at 77.4. 


Burlington Has Large Net After Extra Dividends 


Dividend Payments Totaled $44,925,917 of Which $19,300,382 
Were Paid from Year’s Income 


NE OF THE MOsT interesting features of American rail- 
way finance in 1921 was the attention given, in con- 
nection with the refunding of the Burlington joint 

414’s, to the unusual earning power of the Chicago, Bur- 
lington & Quincy. The recently issued annual report of 
the property puts this factor again in the foreground. In 
1921 the Burlington carried 25.3 per cent fewer revenue 
ton-miles than it carried in 1920, in spite of which it was 
able to operate at a ratio of 76 per cent and to show an 
income balance, even after the large payments which were 
made in dividends, of $6,014,948. It was the Burlington’s 
extra dividend declarations in 1921 which enabled the Great 
Northern and Northern Pacific to maintain their dividends 
during that year. The Burlington was very much of an 
exception to its two proprietor lines. It also had a sharp 
falling off in traffic but was able to come through the year 
without this condition being reflected in its net. In fact, the 
opposite was the case because, by means of drastic reduc- 
tions in operating expenses, the Burlington was able to show 
a much greater net from railway operations than it showed in 
1920. 

All of the large amount declared by the Burlington in 
dividends during the year was not charged to income ac- 
count. A considerable portion was paid from surplus. The 
actual declarations were 2 per cent on the original capital- 
ization of $110,839,100. This capitalization was increased 
by a stock dividend of 54.13 per cent, or $60,000,000, mak- 
ing the total stock outstanding $170,839,100. On this new 
capitalization two dividends of 5 per cent were declared from 
income account and 15 per cent from surplus. This meant 
that the total dividends for the year were $44,925,917, of 
which $19,300,382 were paid from the income for the year, 
and $25,625,535 from accumulated surplus. 

The dividends declared in 1920 totaled $8,867,128, and 
in 1920 the property had a surplus after dividends of $13,- 
826,158. In 1921 the dividends paid from income were, 
as already noted, $19,300,382, and the road had a surplus 
for the year after dividends of $6,014,948. This evidence 
of the Burlington’s unusual strong financial and earning 
position adds little to what we already know about the prop- 
erty, except that in a measure it brings up to date some of the 
facts which were given prominence at the time the refunding 
of the Burlington bonds took place. 

The Burlington’s earning power is also shown in connec- 
tion with the figure of net after rentals and the evidence is 


that in spite of the sharp falling off in traffic in 1921, the 
Burlington was able to approach its pre-war level of net 
earnings. The Burlington had a standard return of $33,- 
360,683. During the period of federal control it earned for 
the government a net after rentals of about $22,000,000 an- 
nually. In 1920 the adverse conditions permitted the road 
to earn a net after rentals of but $8,100,104, inclusive of 
reserves. This figure in 1921 was changed to $29,145,007. 
This means that the Burlington is again an exception from 
most of the roads in its territory. It is true that it did not 
suffer as severe a decrease in its traffic as some of its neighbor 
lines, but there was none of them which was able to make 
quite this exceptional and favorable showing. 


Revenue Ton-Miles Decreased 25.3 Per Cent 


The Burlington in 1921 carried 36,116,089 tons of freight, 
as compared with 47,233,256 tons in 1920. In other words, 
there was a reduction of 11,117,167 tons or 23.54 per cent. 
The 1921 revenue ton-miles totaled 10,554,788,351, a re- 
duction from 1920 of 25.30 per cent. The decrease in 
freight revenues was, however, 15.66 per cent, the reason 
being an increase in the rate per ton-mile from 0.92 cents to 
1.163 cents. It may be added that of the total tonnage of 
36,116,089, the Burlington originated 26,416,793 tons. In 
1921, as compared with 1920, the road carried considerably 
more grain and products of agriculture as a whole. The 
total grain tonnage in 1921, nearly all of which was origin- 
ated on the Burlington’s own lines, was 3,049,202 tons, or 
73,951 cars. This grain constituted 8.44 per cent of the 
total 1921 tonnage and exceeded the 1920 traffic by 24.10 
per cent. There was an increase also of 28.63 per cent in 
corn. The total products of agriculture made up 8,847,124, 
constituting 24.5 per cent of the total tonnage and being 3.64 
per cent in excess of 1920. Another important Burlington 
traffic is live stock. The total traffic in products of animals 
in 1921 was 227,802 carloads of which 202,267 originated 
on the C. B. & Q. lines. The tonnage of 2,537,321 made up 
7.03 per cent of the total tonnage and was 15.53 per cent 
less than in 1920. It is interesting to note that the larger 
part of the tonnage under the classification of products of 
animals was in live stock, there having been handled in 
1921, 84,183 cars of cattle and calves, 13,759 of sheep and 
goats, and 82,532 of hogs. The Burlington is one of the 
iargest carriers of live stock in the country. 

Coal also constitutes a considerable share of the Burling- 
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ton’s total tonnage. The 1921 figure was 251,933 cars—11,- 
991,724 tons—or 33.2 per cent of the total tonnage. This was 
a reduction of 4,342,987 tons, or 26.59 per cent from 1920, 
which is of interest because the Burlington has been rather 
severely hit by the present coal strike. For the past several 
weeks it has been loading approximately 300 carloads of 
coal a week, whereas in the corresponding period of 1921 it 
was averaging from 3,500 to 4,000 cars weekly. The Bur- 
lington car loadings are showing the effect of the elimination 
of the coal traffic. Since the beginning of the strike the total 
loadings have been slightly below those of the corresponding 
weeks of last year. ‘There has been a slight increase in grain 
traffic, a slight decrease in live stock, and a rather sizeable 
increase in merchandise and miscellaneous, which increase, 
however, has been more than balanced by the decrease in the 
coal tonnage. Presumably the road will be called upon later 
in the year to handle the coal tonnage which it is not now 
receiving. Should the coal finally begin to move about the 
same time as the harvested products, it will complicate mat- 
ters somewhat. 

The Burlington’s freight revenues in 1921 totaled $122,- 
716,630 as compared with $130,076,370 in 1920, there being 
a reduction of $7,359,739, or 5.66 per cent. The total rev- 
enues for 1921 were $168,712,268 as compared with $185,- 
270,768 in 1920, a reduction of $16,558,500, or 8.94 per 
cent. The reduction in operating expenses was $35,801,098, 
or 21.83 per cent. The annual operating expenses in 1921 
were $128,216,290 as compared with $164,017,388 in 1920. 
The operating ratio.in 1921 was 76.10. In 1920 the road 
operated at 88.52. 


Coal Traffic Cut by Strike 


It is hardly necessary to analyze the reasons for the reduc- 
tion in operating expenses. It will be the usual story of rigid 
economy, decreased costs of fuel and other materials; it will 
reflect the decreases in wage rates which were made, as well 
as the reduction in overtime payments which was a typical 
feature on all roads in 1921. It may be noted, however, 
with reference to maintenance of way, that the road did not 
lay as much rail in 1921 as it did in 1920. The figure for 
1921 was 281 miles of new 90-lb. and 100-lb. rail as against 
the 1920 figure of 340 miles. As concerns maintenance of 
equipment, it should be pointed out that the Burlington’s 
percentage of bad order cars on May 1 was 9.1 and its per- 
centage of unserviceable locomotives was 18.6. The bad 
order car percentage is not what the Burlington officers pre- 
sumably would like it to be, but it is much below the country’s 
average. The percentage of unserviceable locomotives was 
slightly below the country’s average and the road had, on 
the date mentioned, 159 locomotives stored. The final result 
is that the 1922 operating expenses will presumably have to 
reflect increased charges for either repairs or retirements, but 
that there will probably be no difference so far as service is 
concerned. 

To carry the figures of operating revenues and expenses 
further, it should be noted that net operating’ revenues in 
1921 totaled $40,495,978 as compared with $21,253,380 in 
_ 1920, an increase of $19,242,598. The figures of net after 

rentals have already been quoted. The point should be made 
in this connection that the Burlington in 1920 had a debit 
equipment rent balance of $2,070,140, which had decreased 
in 1921 to a debit of $598,330, a reduction of $1,471,810. 
Similarly joint facility rents which in 1921 had a debit bal- 
ance of $1,009,017 were $1,176,458 less. There was an 
increase of $912,811 in taxes. 


Operating Statistics 


With the falling off in traffic it is natural that the road 
should have suffered a decrease in its revenue train load, 
revenue car load, etc. Its revenue train load in 1921 was 
591 tons as against 661 tens in 1920. The revenue tons per 
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loaded car totaled 23.54 tons as against the 1920 figure of 
24.86. This decrease was a familiar story on most roads in 
1921, so the Burlington was able to continue its position as 
having one of the highest train loads in the western district. 
With the decrease in tonnage per train, there was an increase 
in average train speed from 10.8 miles in 1920 to 12.3 miles 
in 1921. The net ton-miles per train hour for the year aver- 
aged 8,861 as against 8,260 in 1920. There were very few 
roads in western territory that exceeded this figure. The 
miles per car per day in 1921 were 29.2 as compared with 
32.1 in 1920, which reduction again was to have been ex- 
pected because of the large proportion of idle cars. 

The Burlington is another of those roads which has 
adopted the praiseworthy idea of showing in its annual report 
what it may be doing in the matter of purchasing new equip- 
ment, etc. The Burlington was allocated by the Railroad 
Administration 500 box and 1,000 gondola cars, and 15 
heavy Mikado, 10 heavy Santa Fe, 10 six-wheel switching 
and 10 eight-wheel switching locomotives. In 1920 it sup- 
plemented these acquisitions by the purchase of 31 freight 
locomotives, 5 switching locomotives and 500 stock cars, a 
portion of which equipment was received during 1921. In 
1921 there were orders placed for 40 freight locomotives, 95 
passenger train cars and for 1,500 box, 500. automobile, 
1,000 refrigerator, 500 stock and 2,000 coal cars. The Bur- 
lington also reported in 1921 various other improvements 
of which the most notable was with reference to the Chicago 
Union Station, in which the Burlington has one-quarter 
interest. There was a new locomotive terminal at Centralia, 
Ill.; work was carried on in connection with track elevation 
at Aurora, Ill., 66 miles of automatic block signals were 
installed, etc. 

The Burlington earnings in 1922 will depend largely upon 
what finally develops in connection with the coal strike, for 
the reason that coal represents a rather important part of the 
Burlington business. In the first four months of 1922— 
which brings us up to the end of the first month since the 
beginning of the present coal strike—the road had a net after 
rentals of $7,651,058 as against a 1921 figure for the same 
period of $6,578,051. In April the road had an operating 
ratio of 79.90 and for the four months of 76.10. 





Southern Pacific Protests Against 
Separation of C. P. 


HE attitude of the Southern Pacific Company toward 
T the dismemberment of its System by the recent order 

of the Supreme Court was made public this week in 
a long statement issued to the press by President William 
Sproule, the main portion of which is given below, supple- 
mented by a statement from the Union Pacific. 


Equities of the Southern Pacific’s Position 


The tentative grouping of the country’s railroads by the 
Interstate Commerce Commission under authority granted 
by the Transportation Act provides the basis under which the 
Southern Pacific-Central system may be continued despite 
the decision of the Supreme Court. Although the Supreme 
Court’s ruling carries the full weight of judicial authority 
on the issue before the court new constructive aspects of the 
subject have to be considered. The Supreme Court in pass- 
ing upon the legal question involved presumably has not 
concerned itself with the possible consequences to follow 
from that decision under a law which is superseded by the 
Transportation Act, 1920, as to the railroads, whenever the 
Interstate Commerce Commission takes jurisdiction. The 
public have nothing to gain by breaking up these properties. 
It is not a question of unmerging two roads separately devel- 
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oped but afterward put together. The roads have developed 
into a single unit of growth and service throughout half a 
century. The great public interest is best served by recog- 
nizing that even a technical violation of the Sherman Act 
is of small detriment to the public when compared with the 
large and extended and convenient service given to that pub- 
lic by the present railroad system of the Southern Pacific 
Company under existing regulative control of the commis- 
sions, state and federal. 

Continuing, Mr. Sproule says: “There seems, therefore, 
to be proper motive for direct appeal to these commissions 
to the end that power lodged in the Interstate Commerce 
Commission under the Transportation Act of 1920 be exer- 
cised to maintain the operations of this transportation sys- 
tem as a unit justified by the general experience of the people 
served; and if necessary for this purpose a new power might 
well be created by appropriate legislation. 

“The Central Pacific has been leased to the Southern 
Pacific for 37 years, by unanimous vote of all the stock- 
holders present or represented, who constituted more than 
five-sixths of the entire capital stock. The Southern Pacific 
has been the actual owner of the entire capital stock of the 
reorganized Central Pacific for 22 years. The Central 
Pacific and Southern Pacific were held in common owner- 
ship as early as October, 1870. The growth has been of 
one system and not two. It is and has been responsive to 
the needs of coast communities and producers. Whichever 
company could get the money most readily was the company 
in whose name the railroad lines were extended. The Cen- 
tral Pacific carried a heavy burden of debt to the govern- 
ment and the Southern Pacific had to come to its aid. Thus 
the two companies did what one company could not do under 
the circumstances of the time. * * * The only question 
of present interest to the’ public is whether or not the public 
is hurt by having this development done by a single control 
under two corporate names, instead of having it done by 
single control with a single corporate name. * * * 

“The Transportation Act of 1920 is now the governing 
federal law for the railroads of the United States. It 
expressly provides that with consent of the commission it 
shall be lawful for two or more carriers by railroad to 
consolidate their properties into one corporation. 

“The tentative grouping by the Interstate Commerce Com- 
mission tends to remedy the unfortunate legal situation pre- 
sented by the Sherman Act standing alone. The grouping 
indicated by the commission provides the remedy by which 
one of the principal transportation systems of the nation 
need not be torn asunder. The government control of rail- 
roads has so increased and the policies of the government 
so changed since the suit in question was begun’ in 1914 
that the situation needs to be dealt with in the light of pres- 
ent conditions and not the conditions that prevailed from 
1895 to 1899. Every essential factor in the railroad busi- 
ness is supervised by commissions created to protect the 
general public interest. * * * We recognize that what- 
ever is to the public interest in light of experience up to 
the present time is likely to prevail. * * *” 


Union Pacific Pleads for Its Pioneer Line 


President C. R. Gray of the Union Pacific this week 
issued a statement calling attention to the fact that the 
Union Pacific and the Central Pacific, constituting the first 
trans-continental line, were constructed under the Pacific 
Railroad Acts of Congress which provided for a continuous 
line of railroad from the Missouri River to the Pacific 
Ocean to be “operated and used for all purposes of com- 
munication, travel and transportation, as far as the Public 
and Government are concerned, as one connected, continu- 
ous line.” They were operated under common control from 
1901, when Mr. Harriman, for the Union Pacific, bought 
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control of the Southern Pacific, to 1913, when the Supreme 
Court decided that the control by the Union Pacific of the 
Southern Pacific was in violation of the anti-trust law, and 
required its release. The Union Pacific in that case sought 
to justify its control upon the ground that it had to buy 
the Southern Pacific in order to get control of the Central 
Pacific, and prevent discrimination against it by the South- 
ern Pacific in favor of the latter’s southerly line via New 
Orleans and Galveston. But the Supreme Court held this 
defense insufficient, and pointed out that under the Pacific 
Railroad Acts, discrimination against the Union Pacific, 
the owner of the line from Ogden to the Missouri River, by 
the westerly end of the line from Ogden to San Francisco, 
would be a violation of the acts under which the entire line 
was built, and observed that—‘the obligation to keep faith 
with the Government continued, as did the legislative power 
of Congress concerning these roads, notwithstanding changed 
forms of ownership and organization.” And the govern+ 
ment proceeded, by the suit decided last week, to complete 
the job of making the first trans-continental line formed by 
these two links entirely independent, and free from rival 
control, which had only been partially accomplished by the 
decision in the Union Pacific case. 

Continuing, Mr. Gray said: 

“Although there was a clear recognition by the Supreme 
Court of the special interest of the Union Pacific in the 
Central Pacific, as the owner of one-half of the line built 
under the Pacific Railroad Acts, with the aid of government 
bonds and land grants,. the Union Pacific, notwithstanding 
the policy of the Southern Pacific to favor the Southern 
Route, as stated by the supreme court decision, has refrained 
thus far from taking any part in the litigation between the 
government and the Southern Pacific. But we have been 
apprehensive that in case the Supreme Court should decide 
in favor of the Southern Pacific, it would yield to the temp- 
tation to route even more traffic in favor of its longer route 
through El Paso. This apprehension has been very greatly 
increased by the tentative consolidation plan promulgated 
by the Interstate Commerce Commission, leaving the Cen- 
tral Pacific with the Southern Pacific and providing for the 
merging of the Rock Island with the Southern Pacific. 

“The interest and right of the Union Pacific is to see 
that the westerly half of the Federal railroad system from 
the Missouri River to the Pacific Ocean shall perform its 
share of the duties imposed by the Pacific Railroad Acts, 
which provide for the operation of said System as—‘one con- 
nected continuous line-—without discrimination of one 
against the other by whomsoever operated * * * The 
Union Pacific is willing to buy the Central Pacific from the 
Southern Pacific, if fair and reasonable terms can be agreed 
upon. But it is not seeking to buy the Central Pacific, and 
it is not necessary for a compliance with the decree of the 
Supreme Court that it should. If the Central Pacific is to 
be merged into any System, by the Interstate Commerce 
Commission, it, should be merged with the Union Pacific. 
* %* * There is very active propaganda in California for 
the purpose of working up public sentiment, with the idea, 
presumably, of influencing the Interstate Commerce Com- 
mission to exercise some very doubtful power in the premises. 
* * * According to reports it has gone beyond the bounds 
of possibility in representing the alleged detrimental effect 
that would result from carrying out the Supreme Court 
decree. The rates would not be more, or the service less, 
if the Central Pacific were made an independent and com- 
peting line as ordered by the Supreme Court, and, as for 
the possibility of the Central Pacific being merged with the 
Union Pacific, no line has ever come under the control of 
the Union Pacific which has not been improved in service 
and facilities to the public, and there is no reason why the 
present, instance should constitute an exception in this 
respect.” 
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President Harding signed the valuation bill, S. 539, on 
June 7. 


The Twentieth Century Limited express train of the New 
York Central has now been running between New York and 
Chicago 20 years, and on the anniversary, June 15, the plat- 
form at the Grand Central Terminal, New York, leading 
from the concourse to the train, was covered with a red 
carpet and the passage decorated with trees and flowers. 


The Central of New Jersey has been denied permission by 
the New Jersey State Board of Commerce and Navigation 
to construct a four-track, steel bridge across Newark Bay 
according to the plans submitted. It was the commission’s 
opinion that the construction of such a bridge would inter- 
fere materially with the comprehensive port plan for the 
New York harbor that it is trying to put into execution. The 
City of Newark, N. J., is vitally interested in the develop- 
ment of a harbor and desires to see the bridge eliminated. 


At a Grade Crossing near Atlantic City, N. J., on Saturday 
afternoon, June 10, a whole family—John H. Stratton, wife 
and four children—was killed when their automobile was 
struck by a train of the Pennsylvania Railroad. On Monday, 
the Board of Freeholders of the county, issued a “finding” 
to the effect that the responsibility for the deaths was charge- 
able to the railroad company and the Public Utilities Com- 
mission of the state. The finding stated that the Board, 
last November, adopted and sent to the authorities a resolu- 
tion calling for the installation of a gate at this crossing. 


Floods at Syracuse and other points in central New York 
on Sunday morning, June 11, were reported as doing damage 
amounting to $1,000,000; and the tracks of the New York 
Central, about one mile east of the Syracuse station, where 
the line passes beneath the Erie Canal, was covered with six 
feet of water. Westbound passenger train No. 59 of the 
New York Central, the Western New York Express, leaving 
New York at 11:10 p. m., ten cars was stopped in this flood 
(before it had reached its height) and the passengers, said 
to have numbered 200, had to be taken out in boats and 
across improvised bridges, some of those from the sleeping 
cars dressing themselves after they had reached high land. 
They were taken in automobiles to hotels in the city. 


Firemen’s Brotherhood Condemns Harding 


A resolution condemning President Harding and declaring 
that all members of the organization should work to prevent 
his re-election, was passed recently at the convention of the 
Brotherhood of Locomotive Firemen and Enginemen in 
Houston, Tex. The resolution says that Mr. Harding has 
in many ways shown himself to be a consistent and un- 
relenting enemy of organized labor in particular and of the 
working classes in general; and that when the train service 
employes had determined to exercise their economic power 
in resisting an entirely unjustifiable reduction in wages, he 
declared he would crush their organizations if they went 
on strike. 


President Harding denies that he has ever made any sug- 
gestions as to a course of action to the Railroad Labor Board 
or any of its members. This was given out officially at the White 
House this week in reply to a question by a newspaper man 
as to whether the President intended to suggest further wage 
reductions to the board. It was stated that the President 
would like to have it known that the only message he has 
ever given to the board or’to any of its members was last 
fall, when a strike was threatened, when the board was told 
that under the law it was expected to deal with the railroad 
labor situation; and that the government would support it 
with all the power at its command. 
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Wage Statistics for March 


The Interstate Commerce Commission’s summary of wage 
statistics for the month of March, 1922, shows an increase of 
25,118, or 1.6 per cent, in the number of employees as compared 
with the number reported for February, 1922. Total compen- 
sation increased $22,180,981, or 11.4 per cent, owing principally 
to the fact that there were 27 working days in March and only 
23 in February. 

Compared with those for February, 1922, the returns for 
March, 1922, indicate the following increases or decreases (D) 
by employee groups: 

Executives, officials, and staff assistants..........++.secececeees - D26 
PROCCESIOGS, GlETICR, OE GONETAl co oc ndcccsccdsecceceesenseces D673 
Maintenance of way and structures 


Maintenance of equipment and stores 
Transportation (other than train, engine, and yard) ...........e00. 1,056 





Transportation (yardmasters, switch tenders, and hostlers)........ 85 
Transportation (train and engine service) ........cecccccccccesccs 3,605 
| a er en wee Mere Sse e ie: 25,118 


A comparison of the number of employees and their compen- 


sation, by months, for the period covered by the new classifi- 
cation follows: 


Month Number of employes Total compensation 
NN Fa sa 8S iy Haas btn aie is ini Acacia OS 1,634,872 $214,339,385 
eS. 5h re ery ee 1,679,927 227,745,895 
INOS. SNOT Cre ccensvieevcets 1,718,330 223,972,822 
NE ONE bolic Ou Cuie eoawha oes wae 1,754,136 237,602,959 
I RE a cick wiscayas baa sae 1,732,353 225,304,006 
SONNNN | (SOE sis ice bde 0: ode eciews oe 1,637,151 214,921,396 
I I oh oi ors wie a OG piers Oe 1,552,014 205,178,639 
RL SE oad as wig's-o dO SORE 1,545,040 194,523,427 
EE EGE hod o-ocw nik Daiswiawewhiciebace 1,570,158 216,704,408 


*Excludes Detroit, Toledo & Ironton Railroad. 


Railway Earnings for April 


The Interstate Commerce Commission’s summary of revenues 
and expenses for Class I roads for April is as follows: 
April 


Item “4922 1921 *‘° 4922 1921 ~ 
Average number of 


Four months 
2 





miles operated.. 235,167.22 234,713.97 235,154.67 234,720.98 
Revenues: : 
OS See $288,848,724 $304,773,803 $1,214,184,485 $1,235,067,976 
Passenger ........ 183,461,307 90,649,150  %321,307,625 381,686,749 
a 7,512,568 7,762,455 29,614,593 33,600, 
MOR ss incaiacane 13,053,662 8,217,858 35,233,667 27,101,568 
All other transpor- 
in. or eee 14,364,463 12,263,243 52,679,002 50,337,227 
Incidental Sry to 8,802,505 9,260,280 32,809,456 . 40,085,191 
Joint facility—Cr.. 989,326 655,932 3,266,610 2,628,716 
Joint facility.Dr.. 163,935 184,648 688,595 778,059 
Railway operating 
revenues ..... 416,868,620 433,398,072 1,688,406,843 1,769,730,125 
Expenses: 


Maintenance of way 


and structures.. 59,122,465 59,998,686 207,602,342 236,128,651 
Maintenance of equip- 


a SES 96,038,448 101,420,846 387,726,060 441,068,964 
‘i eee 6,988,010 7,121,916 28,130,402 28,861,017 
peeeportation . 157,672,060 188,828,167 669,923,654 822,738,452 
Miscellaneous opera- 

SNS Sais cue sae 3,734,699 4,078,972 14,699,746 16,821,523 
ee rere 13,060,140 14,889,968 52,767,920 59,155,619 
Transportation _ for 

investment-——Cr.. 437,400 641,843 1,750,079 2,088,848 

Railway operating : 

expenses ..... 336,178,422 375,696,712 1,359,100,045 1,602,685,378 
Net revenue = from 


railway operations. 80,690,198 57,701,361 329,306,798 167,044,747 


Railway tax accruals. 24,604,143 21,946,290 94,290,482 87,446,915 
Uncollectible railway 
POVENGES: <0. cscs. 112,910 90,115 418,237 317,355. 
Railway operating 
' income .... 55,973,145 35,664,956, 234,598,079 79,280,477 
Equipment rents—Dr. 
balance .......... 4,344,331 4,283,592 17,746,546 15,165,059 
Joint facility rent— 
Dr. balance....... 1,356,949 1,524,724 5,558,140 6,706,486 
Net railway oper- 
ating income 50,271,865 29,856,640 211,293,393 57,408,932 
Ratio of expenses to 
revenues (per cent) 80.64 86.69 80.50 90.56 





1Includes $2,533,597, sleeping and parlor car surcharge. 
*Includes $2,748,698, sleeping and parlor car surcharge. 
3Includes $9,483,200, sleeping and parlor car surcharge. 
‘Includes $10,383,612, sleeping and parlor car surcharge. 
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Further Cuts in Wages 


The Railroad Labor Board this week announced reductions 
effective July 1, 1922, in the wages of clerical and station forces; 
signal department employees, stationary engine and boiler room 
employees, etc. The decreases announced were as follows in 
cents per hour: Switchboard operators are guaranteed $85 per 
month; those receiving lower rates are not to be reduced. 


ARTICLE JI—CLERICAL AND STATION Forces 


Sec. 1. Storekeepers, assistant storekeepers, chief clerks, foremen, sub- 
foremen, and other clerical supervisory forces.......ceeeeeeeeeeeees cents 
Sec, 2. (a) Clerks with an experience gf two or more years in railroad 


clerical work, or clerical work of a similar nature in other industries, or 
where their cumulative experience in such clerical work is not less than 
CWS FURS | 6.os hoch Ce hie secescodcteseescscceseoses TTT U TT PTT TTT 3 cents. 

(b) Clerks with an experience of one year and less than two years in 
railroad clerical work, or clerical work of a similar nature in other indus- 
tries, or where their cumulative experience in such clerical work is not less 
Se eS eee Pere rrr ee Pry ree eee ee 4 cents. 


Sec. 3. (a) Clerks whose experience as above defined is less than one 

OE ede eesaeeeseecercedectsvtgeerneeerseeeteeeseerenered tases 4 cents. 

(b) Clerks without previous experience hereafter entering the service 
will be paid a monthly salary at the rate of $60 per month for the first 
six months, and $70 per month for the second six months. 

Sec. 4. Train and engine crew callers, assistant station masters, train 
announcers, gatemen and baggage and parcel room employees (other than 
GE” cbs On dew ehesedabtnreen ces eheteenseecebene vedeeheneebanm 3 cents. 

Sec. 5. Janitors ‘and elevator operators, office, station and warehouse 
watchmen and employees engaged in assorting way bills and tickets, operat- 
ing appliances or machines for perforating, addressing envelopes, numbering 
claims and other papers, gathering and distributing mail, adjusting dictaphone 
SOE GS GHEE GEE DOs beck ne wivipinionshay ence cucustens 4 cents, 

Sec. 6. Office boys, messengers, chore boys and other employees under 
eighteen years of age, filling similar positions and station attendants..4 cents. 

Sec. 7. Station, platform, warehouse, transfer, dock, pier, store room, 
stock room and team track freight handlers or truckers and: others simi- 
Se SE bccn es pine rehe ree cede cance vie ob beeeende kaeuleen 4 cents. 

Sec. 8. The following differentials shall be maintained+ between truckers 
and the classes named below: 

(a) Sealers, scalers and fruit and perishable inspectors, one cent per 

hour above truckers’ rates as established under Section 7 

(b) Stowers or stevedores, callers or loaders, locators and coopers, 

two cents per hour above truckers’ rates as established under Section 7. 

The above shal! nct operate to decrease any existing higher differentials. 

Sec. 9. All common laborers in and around stations, storehouses and 
warehouses, not otherwise provided for..........ccccccecccccccecs 4 cents 


Article VIII—StTatTionary ENGINE (STEAM) AND Boiler Room 
EMPLOYEES 
For the specific classes of employees listed herein and named or 


referred to in connection with a carrier affected by this decision, 
use the following schedules of decreases per hour: 


Sec. 1. Stationary engineers (steam).........-ccecscccececereceed Cents, 
Sec. 2, Stationary firemen and engine room oilers...............2 cents. 
Sec. 3. Boiler room water tenders and coal passers.............+..2 cents, 


ArTICLE IX—SIGNAL DEPARTMENT EMPLOYEES 


For the specific classes of employees listed herein and named 
or referred to in connection with a carrier affected by this decision, 
use the following schedules of decreases per hour: 


Sec. 1. 
Sec. 2. 


Signal foremen, assistant signal foremen, and signal inspectors, 
No reduction, 

Leading maintainers, gang foremen, and leading signalmen, 
5 cents. 
_ Sec. 3. Signalmen, assistant signalmen, signal maintainers, and’ assistant 
ee I. Bain 0s: dn5.ne' sd os e6 ds Bitede bbe eeeeuntctds seus 5 cents. 
Oe ee EE ib os nln. cet Rd euaucanel ek nartmed doesent 6 cents. 


ARTICLE X—F.Loatinc EQUIPMENT EMPLOYEES 
All disputes remanded to interested parties. 
ArticLe XI—OTHER SUPERVISORY Forces 


For the specific classes of employees listed herein and named or 
referred to in connection with a carrier affected by this decision, 
use the following schedules of decreases per hour: 

Sec. i. 


Brae Gigpebeees t . 6563022.7% tO ce cd 225% No reduction. 


ArTICLE XII—MIscELLANEOUS EMPLOYEES 


The same ruling is to apply as in Decision 147, namely: 


Sec. 1. For miscellaneous classes of supervisors and employees in the 
hereinbefore named departments properly before the Labor Board and 
named in connection with a carrier affected by this decision, deduct an 
amount equal to the decreases made for the respective classes to which the 
miscellaneous classes herein referred to are analogous. 

Sec, 2. The intent of this article is to extend this decision to certain 
miscellaneous classes of supervisors and employees submitted by the car- 
riers. not specifically listed under any section in the classified schedules 
of decreases, and authorize decreases for such employees in the same 
amounts as provided in the schedules of decreases for analogous service. 


Damaces to the amount of $1,925 will be asked by the Southern 
Pacific in a suit which it has entered in the Superior Court at 
Los Angeles, Cal. against Coe & Whitaker, proprietors of a 
motor truck, for: jcrashing into a locomotive and derailing its 
tender, on April 9, last. 
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The Canadian Government has advised the United States 
Government that it does not regard the present as an opportune 
time to negotiate a treaty looking to the improvement of the 
Great Lakes-St. Lawrence waterway. 


The Railroad Commission of Georgia has ordered a general 
reduction of ten per cent in freight rates, to go into effect on 
July 1, the date when interstate rates are to be reduced by the 
similar order of the federal commission. 


The Southern Pacific reports the shipment recently from 
Nogales, Arizona, of 92 cars of garbanzos (Mexican beans) 
with an average load of 75,296 lbs. per car. The cars were 
loaded to 102.62 per cent of their rated capacity. 


Charles L. Cable, superintendent of Public Works of the 
State of New York, reports that the traffic on the main line 
of the Barge Canal, Buffalo to Albany, has thus far been 
more than three times the volume of traffic in the same month 
last year. 


Live stock shipped from Montreal to Liverpool in the past 
season totaled about 5,000 head. It is said that most of these 
animals came from points in the United States, and that Chi- 
cago shippers are preferring this route for freight formerly sent 
via New York. 


Five cars of machinery—a turbo-generator, including one 
piece, on one car, weighing 54 tons—shipped by D. P. Robin- 
son & Co. from Schenectady, N. Y., on April 27 were moved 
to New Orleans, La., in seven days; and, deducting a delay 
due to a crippled car, made the journey of 1,643 miles in 
5 days, 6 hours, equal to 313 miles a day or 13 miles an hour. 
The route was the New York Central and the Big Four to 
Indianapolis, 716 miles and thence by the Illinois Central and 
the Y. & M. V. to destination, 927 miles. 


The “National Travelers’ Protective Association” held its 
annual convention at Atlantic City, N. J., last week and elected 
the following officers: President, H. L. Ramey, Champaign, 
Ill.; vice-presidents, G. Armour, E. L. Kerley, J. Adock, H. L. 
Scarborough, and G. E. Brown. The secretary and treasurer 
is T. S. Logan, St. Louis, Mo. The next convention is to be 
held at St. Paul, Minn. Resolutions adopted by this body 
refer to the Interstate Commerce Commission as an “oli- 
garchy that is repugnant to a free people.” The convention 
asked Congress to reinvest state railroad commissions with 
“full power” to deal with transportation, and to order the 
discontinuance of the 50 per cent surcharge on passengers 
riding in sleeping and parlor cars. 


Scott Describes Effect of Hoch Bill 


Enactment of the Hoch bill would bring about chaos in 
the rate structure of the nation that would require 10 years 
to remedy. This was the gist of a statement of Bruce Scott, 
general solicitor of the Chicago, Burlington & Quincy, before 
the House Interstate and Foreign Commerce Committee, 
which is conducting hearings on the bill. The bill would 
amend the Transportation Act so as to limit the jurisdiction 
of the Interstate Commerce Commission over intrastate rates 
where they discriminate against interstate commerce. One 
proviso in the bill would reopen all cases that have already 
been decided by the Interstate Commerce Commission involv- 
ing the question of discrimination by intrastate rates, and 
would necessitate the commission making new orders in all 
of those cases. The proper procedure is through the courts. 
Under this bill, in order to show that rates fixed by state 
commissions discriminate against interstate commerce, it 
would be necessary for either the railroads or the shipper to 
prove them confiscatory; but it is a difficult job for the 
carrier to prove that a rate is confiscatory and it is absolutely 
impossible for a shipper to do so. 

In response to an inquiry by Representative Newton of 
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Minnesota, Mr. Scott said the Hoch bill, as it stands now, 
would nullify the so-called Shreveport case in which the 
Supreme Court in effect held that the Interstate Commerce 
Commission has jurisdiction over intrastate rates where they 
discriminate against interstate commerce. 

Replying to statements made by the governor of Iowa and 
other witnesses who appeared recently before the committee 
in support of this bill, and who said that they came to 
Washington to get relief from existing freight rates, Mr. 
Scott said that Iowa at all times has had full control over 
rates within that state, and only recently reduced rates on coal 
and certain other commodities. 


Coal Production 


Recovering from the holiday depression, the production of 
soft coal in the tenth week of the strike is expected to pass 
5,000,000 tons. Production of anthracite, however, remains 
practically zero, according to the weekly bulletin of the Geo- 
logical Survey. In the ninth week of the strike (May 29- 
June 3) the combined effect of the Memorial Day holiday 
and of a pay day reduced production of bituminous coal to 
4,623,000 tons. The quantity of all coal raised was 4,631,000 
tons. A year ago production, including anthracite, was 
8,400,000 tons; in the year before that, 11,100,000 tons, yet in 
neither of the years preceding was the output at this season 
normal, for in 1921 the business depression was at its acute 
stage, and in 1920 the market demanded more coal than could 
be delivered. 

On Monday of last week (June 5) loadings were only 14,576 
cars, but on Wednesday loadings passed the 16,000-car mark, for 
the first time since the strike began. 

The largest elements in the increase appear to be heavier 
shipments from the Connellsville region, from eastern Ken- 
tucky and Tennessee, and from the New River district. 
The accumulation of unbilled coal at the mines has fallen 
rapidly during the last week. 


Ship Subsidy Bill Revised 


The administration’s ship subsidy bill, which has been the 
subject of extensive hearings before a joint committee of the 
House and Senate has been redrafted by a sub-committee and 
the modified form of the bill was reported to the House on 
June 14, where strenuous efforts will be made by the administra- 
tion to have it passed at once. President Harding has indicated 
that if the bill is not passed at this session he will immediately 
call Congress into extra session to consider the, bill. A statement 
by Representative Edmonds, chairman of the sub-committee which 
revised the bill, explains the provisions relating to relations with 
the railroads as follows: 

It is endeavored in the bill to bring about an understanding 
between the Interstate Commerce Commission and the United 
States Shipping Board by arranging for a joint committee to 
clarify the situation in regard to through freight, so:that some- 
thing approaching the correlation between rail and water carriers 
in foreign countries can be covered in this country by our con- 
necting rail and water lines. 

The bill also clarifies the Interstate Commerce Act by describing 
under what conditions a railroad can become interested in vessels. 

It also arranges to enlarge the powers given the board by 
the shipping act of 1916 in Section 15 so that a thorough record 
of agreements between shipping companies, or between shipping 
companies and other carriers, shall be subject to the approval of 
the board; this covers all common carriers by water and includes 
the Coastwise business. This section is subject to a heavy penalty 
for violation, 

In order to make Section 28 of the merchant marine act, 1920, 
operative the bill has clarified the section, and it is believed that 
all delay in placing this section in operation should now be 
eliminated. As this gives preferential railroad rates to American 
vessels it will go a long way in assisting in securing cargo both 
of imports and exports for American ships. é 

It is provided in the amendment to Section 28 that the Shipping 
Board and the Interstate Commerce Commission have the power 
jointly to suspend the application of the provisions of this section 
when in their judgment it would operate to the prejudice of any 
particular port. 
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Interstate Commerce Commission 


The commission has ordered oral argument before the 
full commission at Washington on July 6 in the investigation 
of the cost of locomotive repairs on the Central of New 
Jersey. 


The commission has suspended until October 8, the opera- 
tion of schedules which propose to reduce the charges of the 
Missouri Pacific on lumber held for reconsignment at Dupo 
Ill., from $7 a car to $3. 


The commission has suspended until October 8, the opera- 
tion of certain schedules which propose to increase and reduce 
the rates on petroleum from Texas points to Colorado points 
on the Denver & Rio Grande Western. 


The commission has issued a report finding justified reduc- 
tions in the rates on grain and products from Illinois Central 
stations in northern Illinois to New Orleans for export to 
Europe. The order of suspension has been vacated. 


The commission on petition filed by the Western railroads for 
a modification of its order, has reopened the western freight 
rate case involving grain, grain products and hay on the question 
of the relation of rates on wheat and other grains and their 
products between points in the western and the western and 
mountain-Pacific districts. 


The commission has made public a tentative report by 
Examiner Bartel as a result of its investigation concerning 
the propriety of rates on bunker coal which are lower than 
rates on similar kinds of coal for local delivery. It recom- 
mends a finding that the railroads have justified the propriety 
of the application of the rates on coal for trans-shipment to 
vessels on bunker coal and that such rates do not contravene 
the fourth section of the commerce act. 


Reduced Rates to Be Effective on Three Days’ Notice 

The commission has issued orders giving special permission 
to make the 10 per cent reduction in freight rates, to go into 
effect on July 1, on three days’ notice. The original report 
had prescribed ten days’ notice. These orders also waive 
various provisions of the tariff regulations to permit making 
the rates effective on short notice and in as inexpensive a 
manner as possible by the use of. tariffs of reduced rates and 
special connecting link supplements referring to the tariff 
of reduced rates to be filed in the form shown in the exhibits 
attached to the orders. 


Delivery of Perishable Freight at New York City 

The commission has investigated the situation at the 
terminals of the Pennsylvania in New York City, in con- 
nection with the embargo on potatoes, which last week was 
suspended, at the request of the commission, and decides 
that no embargo is justified. The director of the Bureau 
of Service reports to the commission that the congestion of 
perishable freight has not been of sufficient extent or dura- 
tion to warrant an embargo; that there is no congestion 
whatever at present; that the Pennsylvania pier facilities at 
New York where perishable freight is handled are inadequate 
to handle the arrivals during a 48-hour period in one day, 
but are adequate to care for each day’s arrivals correctly, 
and that the receivers of perishable freight can overcome 
much of the congestion and delay by removing all of their 
freight from the piers during the first 24 hours after arrival. 

The railroad company denies the claim of the merchants 
that to have the potatoes unloaded at Kearney, N. J., and 
truck them to New York would increase the ultimate cost 
of transportation;; and claims that for some parts of Man- 
hattan the cost would probably be reduced. The embargo 
was placed on potatoes as being the least perishable of the various 
fruits and vegetables which come to piers 28 and 29, 
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Locomotives 


Tue Cuicaco & EAsTerRN ILLINOIS, reported in the Railway 
Age of May 27 as inquiring for six Pacific and ten Mikado type 
locomotives, is expected to order same in about a week. 


E. Atkins & Company (Cuba) have ordered 2 Mogul type 
locomotives from the American Locomotive Company. These 
locomotives will have 16 in. by 24 in. cylinders and a total weight 
in working order of 85,000 Ib. 


Tue OsceoLta Cypress Company, Osceola, Fla., has ordered 1 
Mogul type locomotive from the American Locomotive Company. 
This locomotive will have 18 in. by 24 in. cylinders and a total 
weight in working order of 111,000 lb. 


Tue Soutn SAN Francisco Bett Line has ordered 1 six- 
wheel switching locomotive from the American Locomotive Com- 
pany. This locomotive will have 20 in. by 26 in. cylinders and a 
total weight in working order of 141,000 Ib. 


Tue HAMMERMILL Paper CoMPANY, Erie, Pa., has ordered 
1 four wheel switching locomotive from the American Locomotive 
Company. This locomotive will have 16 in. by 24 in, cylinders 
and a total weight in working order of 99,000 lb. 


Norton GrirritH & Co. (Inspectoria Federal Brazil) have 
ordered 3 four-wheel switching locomotives from the American 
Locomotive Company. These locomotives will have 9 in. by 14 in. 
cylinders and a total weight in working order of 29,000 Ib. 


Tue Mansrietp SHEET & Tin Piate Company, Mansfield, 
Ohio, has ordered 1 four-wheel switching locomotive from the 
American Locomotive Company. This locomotive will have 14 
in. by 22 in. cylinders and a total weight in working order of 


79,000 Ib. 


Freight Cars 


Tue CuicAco Great WESTERN is inquiring for repairs to 200 
stock cars, 


Tue PHILADELPHIA & READING is inquiring for 1,000 gondola 
cars of 70-ton capacity. 


Tue Norrock & WESTERN is inquiring for 1,000 single-sheathed 
box cars of 50-ton capacity. 


YorK CENTRAL has ordered about 975, 55-ton all 
bodies from the American Car & Foundry 


THe NEw 
steel hopper car 
Company. 


Tue Burrato & SUSQUEHANNA, reported in the Railway Age 
of June 1 as inquiring for 100 gondola car bodies is now in- 
quiring for 200, 55-ton hopper car bodies. 


Tue Cnicaco & EASTERN ILLINOIS contemplates the purchase 
of a number of baggage cars. It has not been decided if or 
when bids will be sent out for this equipment. 


Tue NortHERN Paciric, reported in the Railway Age of May 6 
and 13 as inquiring for 1,750 cars of various types, is expected to 
order new equipment by the end of this week. 


Tue ILLINots CENTRAL, reported in the Railway Age of May 13 
as inquiring for repairs to 4,000 cars, has contracted with the 
Pullman Company for repairs to 800 box cars and is expected to 
order repairs to the remainder late this week. 


Tue WEsTERN Paciric, reported in the Railway Age of June 
10, as contemplating the purchase of a large number of re- 
frigerator cars, is now figuring on 2,000 such cars, 150 of which 
are to be equipped for passenger train service. 


Tue Atitantic Coast LIne, reported in the Railway Age of 
May 6 as inquiring for 700 box cars of 40 tons’ capacity has ordered 
this equipment from the Standard Tank Car Company, Sharon, Pa. 
The company will also have repairs made to about 750 cars. 
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R. A. Dennis has been appointed manager of the railroad 
department of the Pierce Oil Corporation, New York. Mr. 
Dennis’ office is at 420 Olive street, St. Louis, Mo. 


N. R. Seidle has resigned as assistant general manager of 
the Charles G. Heggie Company, Joliet, Ill., to become works 
manager of the General Boilers Company, Waukegan, III. 


M. A. Evans has opened an office at 1416 Lytton bldg., 
Chicago, to act as a manufacturers agent in the handling of 
various railway supplies. Mr. Evans has been in the railway 
supply business for 12 years, the last six of which were spent 
in the service of the Buda Company. 


The Fibre Conduit Company, Orangeburg, N. Y., has ac- 
quired the plant of the American Fibre Conduit Corporation, 
at Fulton, N. Y., and the conduit manufacturing business of 
the Johns-Mansville, Incorporated, at Lockport, N. Y., and 
has appointed Johns-Mansville, Incorporated, New York, as 
sales agent for its products. 


The E. H. Welker Company, Inc., 222 W. Larned street, 
Detroit, Mich., will in the future represent the George Old- 
ham & Son Company, Baltimore, Md., in the state of Michigan 
and the city of Toledo, Ohio, and J. A. Meredith will represent 
this company in the Pittsburgh district with office at 2138 
Oliver building. Both the Detroit and Pittsburgh offices will 
be factory branches and will carry in stock a complete line 
of the company’s pneumatic equipment. 


Elliott E. Nash, vice-president and general manager of the 
Minneapolis & St. Louis, with headquarters at Minneapolis, 
Minn., has resigned, effective June 15, to become western 
representative of the 
American Locomotive 
Company, with head- 
quarters at Chicago. 
Mr. Nash was born on 
March 28, 1870, at Hud- 
son, Wisconsin, and 
entered railway service 
in June, 1886, with the 
Chicago, St. Paul, Min- 
neapolis & Omaha, 
where he served in 
various clerical capaci- 
ties until November, 
1888, when he became 
traveling auditor, with 
headquarters at St. 
Paul. He was appointed 





agent in March, 1892, 

and continued in this 

capacity at Ashland, 

E. E. Nash Wis., at St. Paul, Minn., 

and at Minneapolis, 

until January, 1905, when he was promoted to assistant 
superintendent at Itasca, Wis., being transferred later to 
Eau Claire. In May, 1910, he entered the service of the 


Chicago & North Western at Chicago with a special assign- 
ment in the president’s office, where he remained until May, 
1911, when he was promoted to superintendent at Winona, 
Minn., where he remained until April, 1912, when he was 
transferred to Baraboo, Wis. In November, 1913, he was 
promoted to assistant general superintendent of all lines east 
of the Missouri river except the Iowa, Minnesota and 
Dakota divisions, and in October, 1917, he was transferred to 
the Iowa territory, with headquarters at Boone, Ia., where 
he remained until July, 1918, when he was promoted to assist- 
ant to the federal manager, which position he held until 
March, 1920, when he became general manager of the Min- 
neapolis & St. Louis with headquarters at Minneapolis, Minn. 
He was promoted to vice-president and general manager of 
this company on May 31, 1921. 
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Harry M. Wey has been appointed manager of the Chicago 
district for the Pittsburgh Testing Laboratory, Pittsburgh, 
Pa. Mr. Wey’s office is at 1560 Monadnock block. He 
entered the service of the Pennsylvania Railroad in 1900 
in the office of the superintendent of motive power at Colum- 
bus, Ohio. Later he served in the motive power departments 
of the Illinois Central and the Atchison, Topeka & Santa Fe. 
He was again employed in the mechanical department of the 
Pennsylvania, Lines west of Pittsburgh, from 1905 until 1909 
when he entered the sales department of the U. S. Metallic 
Packing Company. 


General Electric Elects Two New Vice-Presidents 


J. G. Barry, sales manager of the General Electric Com- 
pany since 1917, and manager of its railway department for 
many years, and A. H. Jackson of the law department, were 
recently elected vice- 
presidents of the com- 
pany at a meeting of 
the board of directors. 

Mr. Barry has been 
connected with the 
General Electric and 
Thomson - Houston 
Companies for 32 years 
and is 52 years old. He 
was first employed in 
the production depart- 
ment of the Thomson- 
Houston Company in 
Lynn, in 1890. A year 
later he was transferred 
to the construction de- 
partment of the Boston 
office and in 1894 
entered the railway 
department at Schenec- 
tady, following the 
organization of the 
General Electric Company. Mr. Barry worked up to the 
position of assistant manager of this department in three 
years, and in 1907 was appointed manager in which position 
he exerted a marked influence on many aspects of the com- 
pany’s sales problems 
and policies. His success 
as manager of the rail- 
way department, one of 
the most important di- 
visions of the G-E or- 
ganization, led to his ap- 
pointment in 1917 as 
general sales manager 
and his present promo- 
tion to vice-president. 

Mr. Jackson has been 
head of the law depart- 
ment of the General Elec- 
tric Company for several 
years. He was born in 
Schenectady in 1864 and 
was educated in the pub- 
lic schools there. In 
1886 he was graduated 
from Union College and 
two years later received 
the degree of LL.D. from 
the Albany Law School. He first practiced law with his father, 
Judge Samuel W. Jackson, and remained with him until 1902, 
except for three years with the firm of Chanler, Maxwell and 
Philip in New York. Mr. Jackson was first employed at the 
General Electric Company in the law department in December, 
1902. 





J. G. Barry 





A. H. Jackson 


Tue Governor or Connecticut has appointed a commission 
of six to appear before the Interstate Commerce Commission 
to recommend the consolidation of the railroads of New 
England into a single system. 
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Atcnison, Topeka & Santa FE.—This company, which was 
reported in the Railway Age of March 25, as having obtained 
authority to construct a 43-mile cut-off, extending from Eldorado, 
Kan., to Ellinor, and to include a 4-mile belt line east of Eldorado, 
is now receiving bids for this work. This company has also 
authorized the construction of the first unit of enlarged freight 
terminal facilities at Dallas, Tex., the work in immediate con- 
templation to involve an expenditure of approximately $200,000, 


Cuicaco & North WESTERN.—This company which was re- 
ported in the Railway Age of May 20, as receiving bids for a 
100-ton coaling station at Manitowoc, Wis., has awarded the con- 
tract for this work to the Roberts & Schaefer Company, Chicago. 


Cuicaco Unton STatTion—This company has closed bids for 
the construction of a concrete and steel viaduct over its tracks at 
Madison street. 


CENTRAL VERMONT.—This company has awarded a contract 
to the Roberts & Schaefer Company, Chicago, for the construction 
of a 150-ton coaling plant of frame construction at New London, 
Conn., and for “N & W” type electric cinder handling plants at 
Burlington, Vt., and White River Junction. 


CLEVELAND, CINCINNATI, Cuicaco & St. Louts.—The Inter- 
state Commerce Commission has issued a certificate authorizing 
the construction of a cut-off from a point on the Cincinnati di- 
vision in Brown Township, Delaware County, Ohio, 3% miles, to 
a connection with its present main line track. 


Excin, Jotret & Eastern.—This company has awarded a con- 
tract to the Roberts & Schaefer Company, Chicago, for the in- 
stallation of automatic electric hoisting equipment in its East 
Joliet, I1l., and Waukegan coaling plants. 


Ittinois CENTRAL.—This company receiving bids for the 
laying of water supply pipe lines at Kankakee, IIl., to cost ap- 
proximately $20,000. 


MICHIGAN CENTRAL.—This company has awarded a contract to 
the Roberts & Schaefer Company, Chicago, for a 500-ton rein- 
forced concrete coaling station and sanding plant at Michigan 
City, Ind., the structure to supply four tracks, and to cost ap- 
proximately $48,000. 


Missouri, KaANsAs & TExAS.—This company, reported in the 
Railway Age of Jan. 14, as preparing plans for new terminal 
facilities at Denison, Texas, is now accepting bids for this work. 
Tt will include a 22 stall brick roundhouse, a shop, storehouse, 
power house, car repair shop and incidental buildings, including 
yard office, oil and tool houses a track scale and transfer platform. 


Santa Fe & Los ANGELES HArsor.—This company has applied 
to the Interstate Commerce Commission for a certificate authoriz- 
ing the construction of a line from a connection with the Atchison, 
Topeka & Santa Fe near El Segundo, Calif., to Torrance and 
Wilmington, all in Los Angeles County, Calif., 12.54 miles. The 
road is to be operated by the Santa Fe, which has also filed an 
applicaticn for authority to acquire the stock of the road and to 
operate it under a lease. 


C. F. Lowetu, chief engineer of the Chicago, Milwaukee & 
St. Paul, has addressed a letter to the public service and the 
highway commissions of a number of the states in the middle- 
west, calling to their attention the division of responsibility 
between the railways and the highway authorities for the 
installation of adequate warning signs at grade crossings, 
and suggesting that the public authorities take the necessary 
steps to cause the removal of all unauthorized signs from 
public highways and prevent the placing of new signs of this 
character; so that the grade crossing warning signs will 
stand out as a real warning, thereby making them more 
effective. 
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CANADIAN Paciric.—New Director—W. N. Tilley, of Toronto, 
K. C., has been named a director to succeed Sir John Eaton, 
deceased. 


Cuicaco & ALTon.—Annual Report.—The annual report issued 
this week shows the following income account for the year ended 





December 31, 1921: 
1921 

SS SINR 6 6.i.0008s 650s hc Viceres ext $31,057,069 "$25, ves 052 
IR hac one pe Viedéeweceewwns 26,123,948 24,403,890 

Revenues over €Xpenses........cccccccees 4,933,121 *1,381,162 
ne Se Mc se reckenreanvacte: ) | teemekun "529,719 
Si I,  cccceee wines | eee 3,105,524 

Railway operating income..............-- 4,933,121 5,016,405 
RE Wi tneuk whee reese ceed nes SORERCR ED 1,031,435 657,144 
Railway operating income over expenses and 

EE die iris crate mies ost ik aol do eral ar rede ae 3,901,686 4,349,688 
Total income from railroad properties....... 3,926,608 4,412,748 
Net income from railroad properties......... 2,080,802 3,355,860 
Total income from all sources.............. 2,217,668 3,475,116 
Interest on funded debt 3,333,256 3,287,564 
Ng oC ivcrdeseeieens dvs ease 4,277,200 4,109,763 

Se Mc cdeeecateey se ensssesebwennee 2,059,532 634,647 


*Covers period March 1 to December 31. 


Cuicaco & ALtton.—-Claim Katy-Alton Merger Certain—See 
Missouri, Kansas & Texas. 


Cuicaco & NortH WESTERN.—Authorized to Sell Bonds.—This 
company has been authorized by the Interstate Commerce Com- 
mission to sell $2,233,000 of general mortgage gold bonds of 1987 
at an average price of not less than par. 


Cuicaco, BurLINGTON & Quincy.—Annual Report.—This com- 
pany’s annual report for 1921 is reviewed in an article on an- 
other page of this issue entitled “Burlington Has Large Net 
After Extra Dividends.” See also excerpts from annual report 
on adjacent pages. 


Cuicaco, Rock Istanp & Pactric.—Inspects Kansas Line— 
This company recently conducted an inspection tour over the 
Wichita North-Western, a line extending from Pratt, Kan., 
Vaughn, a distance of about 100 miles. This Kansas railroad has 
been incurring an annual deficit averaging approximately $50,000 
and is reported to be considering the cessation of operations. The 
Kansas Public Utilities Commission has asked the Rock Island 
to take over the smaller road because of its necessity to the 
farmers of that region. 


Cuicaco, St. Paut, MINNEAPOLIS & OMAHA.—Authorized to 
Issue Bonds—The Interstate Commerce Commission has 
authorized an issue of $2,700,000 of debenture gold bonds of 1930 
to be sold at not less than 934 and the proceeds used for cor- 
porate purposes. 


CLEVELAND UNION TERMINALS.—Authorize to Issue Securities.— 
The Interstate Commerce Commission has authorized this com- 
pany to issue $10,000 of common stock to be delivered at par 
for cash to the proprietary companies, and $12,000,000 of 5% per 
cent first mortgage sinking fund gold bonds, to be sold at not 
less than 92™4 and the proceeds to be applied to the acquisition 
of property for and the construction of the terminal station and 
facilities at Cleveland and the discharge of indebtedness on ac- 
count of advances made by proprietary companies. 

J. P. Morgan & Co., the First National Bank of New York, 
National City Company, New York, and the Union Trust Com- 
pany of Cleveland are offering the $12,000,000 first mortgage 5% 
per cent sinking fund gold bonds, series A, at 99 and accrued in- 
terest. The bonds will yield 5.55 per cent and are unconditionally 
guaranteed both as to principal and interest by the New York 
Central, the Cleveland, Cincinnati, Chicago & St. Louis and the 
New York, Chicago & St. Louis Railroads. They are dated April 
1, 1922, and are due April 1, 1972, with interest, payable April 1 
and October 1. They are redeemable at 105 and accrued: interest 
on 90 days’ notice, at the option of the company, in whole but not 
in part, on April 1, 1942, or any interest date thereafter, and for 
sinking fund semi-annually, beginning October 1, 1927. 
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Et Paso & SoUTHWESTERN.—Annual Report—The income ac- 
count for the year ended December 31, 1921, follows: 


1921 1920T 
Railway operating income............e+eeeeees $10,868,799* $11,865,369 
Railway operating expenses..............+.04: 8,439,019* 8,826,313 
Net from railway operations................ 2,429,779* 3,039,057 
ROUWOY TK BOCIUNB. 40.6600 cee cerevecccece 1,084,251 1,109,872 
Railway operating income.............eeseees 1,343,084 1,928,900 
cc eer ee eee 1,316,898 1,924,599 
Total non-operating income...............+4. 1,638,397 2,602,695 
OS OB eS eee eee 2,955,295 4,527,295 
ee eee ee 1,210,701 1,948,859 
Total deductions from gross income.......... 1,628,059 2,427,500 
RRR 2 as SS Se ee 1,327,236 2,099,795 
Dividend appropriation of income............ 1,327,236 2,000,000 
ES TE OE UE Re cdwewevececcices § corvesen 99,795 





*Do not include federal lap-overs. 
tFor comparative purposes figures for the year 1920 are corporate only. 


EscaNaBA & LAKE SUPERIOR.—Authorized to Abandon Branch.— 
The Interstate Commerce Commission has issued a certificate au- 
thorizing the abandonment as to interstate and foreign commerce 
of the operation of the northwestern 6.1 miles of its Northland 
in Marquette and Dickinson Counties, Mich. 


Great NorTHERN.--Annual Report—The income account for 
the year ended December 31, 1921, follows: 


1921 ? *1920 
ee SESS SOO eae 2 $101,317,204 $106,801,583 
CS QUIS ois. b Sons.c.t'o 0 escececawlines 80,496,913 94,911,125 

Net from railway operations..............- 20,820,291 11,890, 458 
a NE EEE Seer 8,291,224 ‘617,402 
Railway ooerating income..............-.ee.. 12,480,988 3,273,05 

Net railway operating income.............. pa 5 eee 
Total non-operating iMCOMe.......0.cccsccece 31,731,122 24,528,663 

IGE ND nce baa ween dd dcldnnasoonietan 44,597,533 27,801,719 
Reterest On TOE GOR. 60 dc cccsccceccuccses 13,747,509 7,375,984 
Total deductions from gross income.......... 16,127,607 8/497, 622 

Re ee ee rr 28,469,926 19,304,097 
Po ee Oe  errereeee rrr eer ere 17,462,974 17,462,916 
Income applied to sinking funds.............. 24,284 25,685 

eee ror ee 10,982,668 1,815,497 





*Corporate operation, March 1 to Dec. 31. 


GuL_r & NorTHERN.—Authorized to Issue Bonds.—This com- 
pany has been authorized by the Interstate Commerce Commission 
to issue $326,000 of first mortgage 5 per cent gold bonds to be 
delivered to the Atchison, Topeka & Santa Fe in satisfaction of 
indebtedness of the applicant to that company. 


Kansas City & OKLAHOMA—Authorized to Issue Stock.— 
This company has been authorized by the Interstate Commerce 
Commission to issue $1,400,000 of common stock for the purpose 
of continuing the construction of its line between Liberal and 
Richfield, Kans. It is proposed to complete approximately 93 
miles of line. 


Kansas City SoutHern.—Annual Report—The income ac- 
count for the year ended December 31, 1921, follows: 


1921 1920 
Railway operating revenues............-...002. $21,840,439 $18,668,288 
Railway operating expenses...........e.seceece 16,003,485 15,051,665 
Net revenue from railway operations.......... 5,836,954 3,616,624 
Railway tax accruals... ......scesccccccccccces 1,072,693 833,850 
CN: EE in 6 bc a6 co eegame aans o600en 5h 4,756,043 2,780,448 
Non-Operating MCOME. 0.60.00 cccseccccccccscccce 405,596 2,025,269 
NE SR eae bare Ebaw bee es cneegeane 5,161,638 4,805,717 
ee ee eee eee eee 1,878,795 1,884,277 
Total deductions from gross income............. 2,728,633 2881663 
EOE: SD Sea et ce ue Seb siWiale erie nieve cecee 2,433,005 1,924,054 
Dividends on preferred stock.............-..00: 840,000 840,000 
eR tn ne SES a ee 1,593,005 1,084,054 


LoutstANA & ARKANSAS.—Asks Authority to Issue Bonds.— 
This company has applied to the Interstate Commerce Commission 
for authority to issue $470,000 of first mortgage 5 per cent gold 
bonds due September 1, 1927, to reimburse the treasury for con- 
struction expenditures and to be sold through the Guaranty Trust 
Company of New York or pledged at not less than 87.14. Charles 
L. Pack, of Lakewood, N. J.. under an agreement of several 
years ago has an option to purchase the bonds at that figure. 


MICHIGAN CENTRAL.—Annual Report—This company’s annual 
report for 1921 is reviewed in an article on another page of this 
issue entitled “Michigan Central Reflects Increasing Prosperity.” 
See also excerpts from annual report on adjacent pages. 


Missourt, Kansas & Texas.—Merger with Chicago & Alton 
Rumored.—Newspapers throughout the country continue to re- 
port on the. possibilities of the Missouri, Kansas & Texas and 
the Chicago & Alton soon merging, although officers of both roads 
concerned deny and refuse to confirm these very active and cur- 
rent rumors. The Chicago Daily Journal of Commerce printed 

(Continued on page 1512) 









2— 
rce 
ose 
and 


93 


ac- 


‘7 
as 








Annual Reports 


Chicago, Burlington & Quincy R. R. Co.—Sixty-Eighth Annual Report 


CHICAGO, inne 2, 1922. 
To the Stockholders of the Chicago, Burlington & Quincy Railroad Company: 
The following is the report of your Board of Directors for the year ended 
December 31, 1921: 
COMPARATIVE STATEMENT OF CORPORATE INCOME, YEARS 
ENDED DECEMBER 31 





1921 1920 
acipscaree nea adnegan sara one orcas kat Standard return.............. $5,560,113.85¢ 
RAILWAY OPERATING REVENUES 
a Ek: ees ere POE Miocaticscjadasesae $110,385,624.32* 

» SS Se eereeere POD hi vines tucesaass 31,445,171.57* 
te Serene RE - E e eeere 3,220,489.33* 
SEG 4c ccc erensewens je eee iene --  3,797,628.95* 
ka. kA All other transportation........... 2,987 ,078.26* 
aU UU eae rey pa eee 3,490,458.49* 

pS rr ro Co ee eee 157,354.50* 
$168,712,268.15...... Tctal railway operating revenues...... $155,483,805.42* 

RAILWAY OPERATING EXPENSES 
$22,917,767.47..... Maintenance of way and structures..... $28,367,933.14* 
po SS eee Maintenance of equipment......... 36,353,037.27* 
3 > ae eee TU aa. arama) 4 ararane 1,580,802.84* 
kk SS ae gee a re 69,529,774.77* 
8. See Miscellaneous operations.......... 1,976.085.75* 
eS, See ae ere -  4,557,894.10* 
1,031,552.54 Cr....Transportation fcr investment.—Cr... Cr. 348,107.72* 
$128,216,289.68...... Total railway operating expenses...... $142,017,420.15* 
8: SOO dab wee eourcue nace se $19,026,499.12* 
Pkg 8h Serre Railway tax accruals........... $7,707,712.65¢ 
8 6 Ucollectible railway revenue........ 87,835.11* 


Railway operating income (includes two ee 
$30,752,353.81....months of standard return of 1920).... $11,230,951.36* 


NON-OPERATING INCOME 


$598,399.71 Dr....s65 Equipment rents (net)......... Dr. $1,803,974.48* 
1,009,017.06 Dr...... Joint facility rents (net)........ Dr. 1,808,522.59* 
is 3, SS roe Miscellaneous rents............ 110,779.88 
2,124,948.48....Dividends and miscellaneous interest.... 977,616.56 
2, ee Miscellaneous income........... 8,175.14 
..Estimated amount due under guaranty.. _........ 
wantheaeies Transportation Act, BEvcacccess SLSRELSST 
$1, S33024.28 ..... 200 Tctal non-operating income........ $19,476,039.38 
ee ae re ee ee ee $30,706,990.74 
DEDUCTIONS FROM GROSS INCOME 
ee Miscellaneous rents........... $53,888.64 
ae 8 See Interest on funded debt.......... 6,816,006. 44 
2 eee Interest on unfunded’ debt......... 2,877.44 
,771.00..Amortization of discount on funded debt.. 57,771.00 
posh Ye ok Miscellaneous income charges..... 852,083.47§ 
$6,675,404.72....Total deductions from gross income.... $7,782,626.99 
M8 er ee ON ca a tence ce cae $22,924,363.75 
DISPOSITION OF NET INCOME 
| ee Se $231,077.96 
SE Ns i eitseciwecetimws OU, 5, ine eaten 6.0 sos 8,867,128.00 
$19,595,025.26...... Total appropriaticns of income...... $9,098,205.96 


$6,014,948.11. Income balance transferred to profit and loss. $13,826,157.79 





¢January and February, 1920. . ; 

*Ten months. {Ten months except war taxes which are included for 
twelve months. } ae 

§Includes ‘‘Lap over” items credited and charged by Federal Administra- 


tion. 
— CAPITALIZATION 
CaPitaL Stock: 
On December 31, 1920, the Capital Stock of the Company 


ee Te en ere ee $110,839,100 
To which was added by a stock dividend of 54.1325 per cent 

declared out of Surplus accumulated prior to July 1, 1909, 

payable to Stockholders of record at the close of business 

re Oe BS es err ee ee 60,000,000 


Making the total outstanding December 31, 1921.......... $170,839,100 
of which $2,200.00 was represented by fractional stock 
scrip convertible, in multiples of $100, into full shares. 
This scrip is not entitled to vcte or to receive dividends 
until so converted. 
Dividends paid during the year and charged to Income for the year were: 


March 25, 1921, 2% on $110,839,100........eeeeeeeveees $2,216,782 
June 25, 1921, 5% on $170,835,100........seee ee eeeeeeee 8,541,755 
December 27, 1921, 5% on $170,836,900.......-++-++-eeee 8,541,845 
Total charged to Income for the year......-..+s++seeeeee $19,300,382 
In addition there was paid and charged to Surplus accumulated prior to 
1921: 
December 27, 1921, 15% on $170,836,900.......+--eeeeeeee $25,625,535 
Total dividends paid during year.........eeeeeeeeeeereees $44,925,917 


Funpvep Dest: ; 7 
On December 31, 1920, the Funded Debt outstanding in the 

hands of the Public WAS. <<... cc ccscccsccwoseesenscevecens $174,038,300 
and on December 31, 1921........... Fen ne a cele CEMA 173,619,300 


@. mea OF os <.c6. ac sponse cic dnvicar chind egw Abies Res 4s eee , $419,000 
which was caused by the purchase of $15,000.00 Nebraska Extension Mort- 
e Sinking Fund Bonds and the retirement of $404,000.00 Equipment 
old Notes which fell due on January 15, 1921. : ; 
During the year the operation of the sinking funds, provided for retire- 
ment of the Sinking Fund Bonds of 1921 and the Denver Extension Bonds 
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of 1922, were completed and the bonds were retired with the exception of 
$10,300.00 of the Denver Extension Bonds to cever which funds have been 
placed in the hands of the Trustee under the Mortgage. The only sinkin; 
fund remaining in operation is under the Nebraska Extension Mortgage 0: 





1927. 
GENERAL OPERATIONS 
REVENUES: 
Total Operating Revenues for 1921......scccsssvececsses $168,712,268.15 
Total Operating Revenues for 1920 (excluding Federal lap 
OE eee SCs SG, TORO) oon ccna ceeci svi weackesnans 185,270,768.39* 
URE 55. Sakic ies 6.19 8 WEE WE RRR See $16,558,500.24 
or 8.94% 
This decrease was distributed as follows: 
PO EE: 5. Cone wns bao 5 0otesen bee SO ON $7,359,739.26— 5.66% 
ee re re 5,127 ,633.48—14.04% 
OTN, oie has os Kenite Sab aaMaemeaaty 2,200,796.28—33.68% 
Miscellaneous Transportation Revenues.......... 521,694.64— 6.62% 
Incidental Operating Revenues...........eeeee0. 1 248,636.58—31.67 % 





$16,558,500.24— 8.94% 
*Includes January and February Federal operations. 


Generally speaking, these decreases were due to the business depression 
which prevailed during most of the year. 

Decrease in mail revenues was due primarily to the fact that the 1920 
mail revenues included $3,000,000 back mail pay representing allowance 
for the years 1918 and 1919 under decisicn of the Interstate Commerce 
Commission handed down December 23rd, 1919, as mentioned in last year’s 
report. The decrease in miscellaneous transportation revenues was largely 
in express revenue which decreased $873,323.38 or 19.39 per cent. 

All items under the caption Incidental Operating Revenues show decreases, 
the greatest being in Dining and Buffet Revenue, $296,095.49 or 22.88 per 
cent; Hotel and Restaurant Revenue $203,467.98 or 35.78 per cent; Be- 
murrage $418,253.11 or 47.17 per cent; Telegraph and Telephone Revenue 
$168,156.93 or 42.79 per cent, and Miscellaneous Revenue $120,173.86 or 
36.47 per cent. 

Tonnage of Commodities compared with 1920 shows: 





PEO POGUE. cc escaw er eniss satineess Increased 310,675 tons— 3.64% 
Ames O80 PYOGUCES..6..5. 666 occ neees Decreased 466,518 tons—15.53% 
BN INN oS ON ats 5 eo cea eee Decreased 5,720,641 tons—27.78% 
DO, POMNOUR: yoke aise cess ws ci euwnres Decreased 1,359,277 tons—44.73% 
Manufactured Products ..........s00> Decreased 3,431,101 tons—35.76% 
Less than Carlcad Tonnage........... Decreased 450,305 tons—18.24% 
Gremd Total ‘TORRAGe sco scsciecwsnese Decreased 11,117,167 tons—23,54% 
There were the following increases in tonnage of Farm Products: 
WE. Se Ste or en re FRG ae Sie ale Increased 592,149 tons—24.10% 


431,169 tons—28.63% 
16,840 tons—44.13% 


CN yon, Walele Case whe Baw 4 ene eee Increased 
eee a ee re ee ts ee = Increased 
Citrus Fruit Increased 17,875 tons—51.28% 
| Se eee Increased 17,703 tons— 5.92% 
and these more than offset the decrease in all other classes of Farm 
Products. 

_ All a of Animals and Products tcnnage decreased with the excep- 
tion of: 





CRE: WIEN: TACOMA 6 5.5 5 -cisn.sie in dn SOA Nee Stetson 5.982 tons—15.30% 
Butter and cheese which increased............+see08 3,874 tons—10.53% 
ee. ee re 3,725 tons—28.37% 


With the exception of increases in Base Bullion and Matte (4,249 tons 
or 8.78 per cent) and Crude Petroleum (136,216 tcns or 44.37 ner cent), 
all sub-classes of Products of Mines show decreases, principally Bituminous 
Coal (4,342,987 tons or 26.59 per cent), and Clay, Gravel, Sand and Stone 
(1,059,559 tons or 35.66 per cent). 

Products of Forests show decreases in all sub-classes under this caption, 
the principal decrease being in Lumber, Timber, etc. (1,163,302 tons or 
44.91 per cent). 

EXPENDITURES (OPERATING): 


Total Operating Expenses, 1921.............. $128,216,289.68 
Tctal Operating Expenses, 1920 (excluding 
Federal lapovers after March 1, 1920)....... 164,017,388.32 
WINEONS oo 5 60% acclaceide das Sante $35,801,098.64 — 21.83% 


The reduction in Operating Expenses as compared with previous year 
was possible because of the following: 

Rigid economy in all departments. 

More plentiful supply of labor, resulting in better quality with less 
turn-over and greater efficiency. 

Reduction in cost of materials. : 
— in rates of pay and changes in rules governing working con- 
itions. 

Reduction in percentage of overtime and rearrangement of forces to 
effect economical operation. 

Reducticn of approximately $2,000,000.00 in freight claims due to reduc- 
ticn in volume of business, lower prices of commodities, and intensive 
campaign to reduce claims by more careful handling of freight. Special 
campaign was made for improvement in handling of refrigerator freight 
and also to effect on-time delivery of stcck. 

Reduction of approximately $1,500,000 in injuries to persons account 
reducticn in volume of business handled, less labor turn-over with greater 
proportion of experienced employes, and also to special ‘‘No Accident” 
campaign conducted throughout the year. 

EXPENDITURES (CAPITAL): : 

There was expended during the year, chargeable to Capital Accounts: 


ya rere cree $6,543,248.88 
Pe Re | cies cvcusineeoe sean 1,755,238.44 
SOP TRE wis iuSwredesartateeenats 7,886.12 

Ws ociaies- cd ted bese eseoe $8,306,373.44 


Work on the Chicago Union Station project and related facilities at 
Chicago by the Station Company was continued during the year and sub- 
stantial progress made. The plans of the new station provide for con- 
struction of a modern office building. above the staticn, thereby adding a 
substantial source of revenue and increasing the utility of the valuable 
ground space. 

Development of new freight house at Harrison Street, Chicago, was 
carried forward, together with the necessary viaduct construction, track 
changes, etc., and it is expected that the new inbound freight house will 
be placed in service this year, or early in 1923. . 
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There was laid in main track during the year 281 miles of new 90-pound 
and 100-pound rail, and 190 miles of second-hand rail in replacement. <A 
large proportion of this rail replaced lighter rail. 

The usual program of reballasting existing tracks where required was 
carried out. 

There was completed and placed in operation during the year on im- 
portant lines of heavy traffic, with a view to promoting safety and efficiency 
of operation, 66 miles of automatic block signals. 

INDUSTRIAL: 

There were constructed and extended during the year, industrial tracks 

as follows: 





New Tracks Extensions 
On Lines East of the Missouri River................ 51 18 
On Lines West of the Missouri River............ 13 5 
a6 arka beta 54s Oa eearhee ee baewias 64 23 

The number of new industrial leases made during the year reflects a 


gradual expansion in business throughout all our territory. Seventy-six 
new industrial plants were located upon the railroad during the year and 
seventeen existing industries made material additions to their plants. 

The tonnage of crude oil and its products received by the company was 
about the same as during the preceding year, although some new develop- 
ments are under way in the preducing and refining region in Wyoming. 
AGRICULTURAL: 


During the year 1921, twenty-one hundred inquiries regarding lands were 


received. There were 595 carloads of settlers’ effects received on the 
Alliance, Casper, McCook, Sheridan and Sterling Divisions, and it 1s 
estimated that 3,781 families were located. In the Douglas, Newcastle 


and Buffalo land districts in Wyoming, 1,800 persons filed on 915,000 acres 
of non-irrigated government homestead land, as compared with entries on 
1,600,000 acres in the same districts during the year 1920. Two hundred 
and seventy-three irrigated homestead_units, comprising about 19,000 acres 
on the North Platte and Shoshone Government rojects were taken. 

Two special exhibit cars were operated during the year on Lines West of 
the Missouri River; one in Wyoming during July to develop the dairy 
industry, and one during October and November in the potato growing 
sections of Colorado, Wyoming and Nebraska, to prevent losses in potatoes 
during storage and transit, improve market grades and to secure better 
co-operation from shippers in ordering cars, handling, loading and storing 
potatoes. Approximately four thousand farmers and shippers attended these 
demonstrations. Five hundred and twenty head of high grade dairy cows 
were shipped from Wisconsin to points West of the Missouri River, and 
three. hundred thousand pounds cf miscellaneous farm seeds and forty-two 
carloads of feed stuffs were handled, through our marketing service. 1m- 
proved varieties of winter wheat and rye were introduced in the semi-arid 
sections. 

Seventy farmers’ meetings were attended by a company representative. 
Four thousand copies of circular letters and ten thousand copies of buile- 
tins giving information on land opportunities, dairying, silos, feeding, live- 
stock, potato production and marketing, were distributed. 


GENERAL: 
Federal Valuation Act of March Ist, 1913, subsequent orders 


Under the 
of the Commission, the Company has been enga iged in taking an inventcry 
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the requirements of the Act and orders above referred to. 
Valuation, established by the Commission, is June 30th, 1917, 
tion to be found will be of that date. On December 31st, 1921, the work 
of taking and returning the physical inventory was substantially completed 
and the Government forces which had been on the property had practically 
completed the field work, in relation to examination of physical property 
and accounting records. The Company forces also have been continu- 
ously engaged in the development of unit costs and other necessary data 
to fully support its claim for proper value when the finding of the Com. 
mission is made. It is anticipated that within the coming year this work 
will have reached the point where further reduction will be made in forces, 
some of which already have been reduced. 

The total expenditures on this work to December 3lst, 1921, were 
$2,777,727. A very large proportion of this expenditure has been for the 
purpose of complying with the requirements of the Commission as embodiec 
in the various orders, and much of the information collected will constitute 
a valuable and permanent record of the company’s property. 

The annual compensaticn for use of the company’s transportation system 
during the period of Federal control, under the contract dated October 8, 
1918, between the Director General of Railroads and the Chicago, Burling: 
ton & Quincy, and the Quincy, Omaha & Kansas City Railroad Companies, 
was increased by negotiation with the Interstate Commerce Commission 
from $33,390,079. 61 to $33,879,100.59. 

Final adjustment of accounts between the United States Railroad Admin- 
istration and the Chicago, Burlington & Quincy and the Quincy, Omaha & 
Kansas City Railroad Companies of matters growing out of Federal Centrol 
Was made on September 10, 1921. Under this adjustment the company 
received $8,000,000.00 in cash. The net credit remaining on the books 
of the Company was $11,420,588.56, after disposition in full .of all amounts 
due to the Railroad Administration’ for Additions and Betterments made to 
the property during Federal contrcl, expenses and liabilities paid chargeable 
to the companies under the contract, working fund advances to proprietary 
lines and for all amounts due from the Director General for balance due on 


The date of 
and the Valua- 


compensation, cash and other assets taken over or collected, by him, accrued 
depreciation, property retired and not replaced, deficiency in material and 
supplies, under-maintenance, etc. 

Instructions from the Interstate Commerce Commission as to method 


of carrying the proceeds of this settlement into the accounts of the Com- 
pany were issued on January 25, 1922, and in accordance therewith the 
amount will be transferred to Profit and Loss Account. 


The Interstate Commerce Commission has definitely set December 31, 1921, 
August 31, 1920) must be clesed and has prescribed form in which claim 
for that period must be presented, but settlement has not yet been reached. 
stem, and adopted Rules and Regulations governing the administration 
the Pension Department, to become effective January 1, 1922. 
ceeding years will have numerous employees, including officers, who will 
have given many years of service before they reach an age when they. are 
give tangible recognition to long continued and faithful service. 
Fcllowing herewith is the report of the Comptroller. 


as the date’ on which accounts for the Guaranty Period (six months ended 

— the year your Board of Directors decided to create a Pension 
ofthe action was taken with the realizaticn that the company during suc- 

unequal to the further performance of their ‘duties, and with the desire to 
By order of the Board of Directors. 

















of its property and making the several returns to the Commission under HALE HOLDEN, President. 
GENERAL BALANCE SHEET 
December 31, 1921 
ASSETS LIABILITIES 
Investments: Capital stock: 

Investment in road and equipment: CO OL cwapiieigivins bua aaedne wees eeWe eee sew neee $170,839,100.00 
OO DR A eee reer. $413,050,371.27 Long term debt: _ 
ee SE OT ee 101,562,975.41 Bonds held by the public............. $173,619,300.00 
General expenditures .............- 1,147,121.21 Bonds owned by the Company, unpledged 11,857,000.00 

——_———_—_——.  $515,760,467.89 — —amteenae 

Sinking funds: EE dew Re Katee WEie ea ewnl dh $185,476, 300.00 
PE MR cic nceeceendan ede swan $17,338.27 
Company’s own issues included, par Less bonds held by or for the Ccmpany, 

BE: csedehs Fie chiidieewneeee-  - ~ Senge’ included in above........... Featecreiere a, »857,000.00 
—— —— 17,338.27 ee iadintimot 

Deposits in lieu of mortgaged property sold............ 40,953.96 Total long term debt............ ae ii aa tare tis lacie gens 173,619,300.00 

Miscellaneous meee pod ails thks We Seon did an ea edie ale 931,547.76 ii ites: nani 

Investments in affiliated companies: Total capital liabilities. ..... 2... ccccccccccccs $3 58 
MT cera aaicccaaeesadiees $31,382,082.81 Current liabilities: ian 
Sc ree pnaneri weeds 1,507,237.32 Traffic and car-service balances payable. $1,841,712.17 
BE seca a ee mae Wk ae OA ie eee 6,515,755.47 Andited accounts and wages payable.... 10,342,017.97 
PS -< Jnteec deh bobeeneakwkenes 3,478,891.25 Miscellaneous accounts payable........ 897,993.96 

—_—__—_— 42,883,966.85 Interest matured unpaid.............. 1,052,534.50 

Other investments: Funded debt matured unpaid.......... 34,800.00 
SN Co atta shpat Geb ed dewae aw wea $5,510.00 Unmatured interest accrued........... 1,147,531.66 
BG cehiann weet aes eek anes wakes 1,838,382.22 Other current liabilities.............. 526,893.70 
Dt. De reue vege banek eeide dt om eeue ee ig —_——. eames 
DE bios chebevess ecedexes 275. ei ere 15,843,483. 

—_____—__ 2,©29,897.24 _ Deferred liabilities: ne 
—— Other deferred liabilities.............. $110,379.71 
Total investments (capital assets).............. $561,664,171.97 Fn DEN GE 
Current assets: Total deferred liabilities... ........cccccccccces 110,379.71 

REINS SA pr ene ey eer erer $9,307,987.61 U. S. Government deferred liabilities.................. 1,202,522.48 

Time drafts and deposits. ..........+.. 30,000.00 Unadjusted credits: , : 

PD GUOMED . osc ceeeeed seces ss eniee 17,800.45 TOR. DE. WaaWedteracetéeescietawee $5,845 ,592.93 

Loans and bills receivable............ 101,530.49 ee ee ee 1,749,771.29 

— and car-service balances receiv- Operating reserves .......ccceceee “a 5,944,042.34 

SS OP ae re en er ee 1,414,527.04 Accrued depreciation—Equipment. each 57,432,968.33 

Net bal: ince receivable from agents and Other unadjusted credits.............. 16,122,912.52 
Dy “oat. och oe he ne waiee eee oh 3,256,055.23 sk eecbenchal 

Miscellaneous accounts receivable...... 6,943,842.96 Total unadjusted credits. ....ccccsccccsccccces 87,095,287.41 

Material and supplies..........ceseee- 20,732,982.03 Corporate surplus: eile 

Ue SPUD DRONE. 6.0 ve eececccsaavwee 797,467.54 Additions to property through income 

—__—_ I NN i aint tal ar Sita “ties a achat. 0 $105,861.42 
TERR CEPGERE AEOTNE. 20.6.6. ci cece eceedesresceure $42,602,193.35 Funded debt retired. through income. 42,561.426.50 
Deferred assets: Sinking fund reserves.............+6. 214,224.67 
Working fund advances............-- $161,384.04 WEE WO MER pot cwecsetoecceeees 134,415,784.42 
ee are 340,078.04 piv nite, darn dell 5 et a 
— SOG GOEPCURE SUEPNB. 6 osc cece cc gees 7,297 
Ce a eae ee 501,462.08 raiaiaess = 177,297 297 OA 
Bin) tii; MAE OURO, «oc ecg niwekencnecwnn sen haw en 124,237.67 
Unadjusted debits: 

Insurance premium paid in advance.. $184,830.03 

Discount on funded debt.............- 2,089,387.17 

Other unadjusted debits.............. 18,841,088.30 

Total unadjusted debits..... ae a eae eee eae 21,115,305.50 
Pe ee rn ere ren ee $626,007 ,370.57 NN OMI? Wile ane Sedo na oh walk bss cw ban Wad $626,007,370.57 


[ApvVERTISEMENT] 
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To the Stockholders of 
Tue MicuicaAn CENTRAL RaILroap CoMPANY 
The Board of Directors herewith submits its report for the year ended 
December 31, 1921, with statements showing the income account for the 
year and the financial condition of the ccmpany. 
Road operated 


The following is a comparative table of the mileage operated: 





1921 1920 Decrease 
Miles Miles Miles 
Main line and branches owned............ 1,184.69 1,186.80 3.33 
ee el. eee .70 BY | 01 
ere SS CE Cr 577.67 578.35 -68 
Lines operated under trackage rights...... 98.96 100.03 1,07 
Tal. SORE GOERMON so 08 bic isswaesees 1,862.02 1,865.89 3.87 


The decrease in the mileage of the company’s owned, jointly owned and 
leased lines, as compared with 1920, is the result of corrections in measure- 
ments. A change in the operation of passenger trains at South Bend, where 
they are run on the company’s South Bend Branch instead of over the tracks 
of the New York Central Railroad, accounts for 1.03 miles of the decrease 
in line operated under trackage rights, the remainder being due to a correc- 
tion in the measurement of New York Central Railroad tracks between Buf- 
falo and Suspension Bridge. 

Traffic conditions 

The year 1921 was one of business depressicn, reflected in the decreased 
freight and passenger traffic of the company. The tonnage fell off approxi- 
mately one-third in volume and the passenger traffic approximately one- 
fourth as compared with 1920. This situation was met by economies in 
operation. 

In co-operation with the federal government in its effort to lower costs 
of foodstuffs, voluntary decreases in rates on certain agricultural products 
were pet in effect during the year. There was no general reduction in 
other freight rates, but adjustments were made from time to time to remove 
inequalities. The company has co-operated with state authorities in a read- 
justment of rates en*road-making material for the purpose of stimulating 
the building of good roads and to meet the unemployment situation. 

There was no general readjustment of passenger rates, but the practice 
which obtained prior to federal control of putting into effect reduced ex- 
cursion rates during the summer months was re-established to some extent. 


Account with Railroad Administration 
The company’s account with the Railroad Administration covering the 
pericd of federal control will be completed in the early part of 1922. 


Claim against the United States upon the guaranty 
The company’s claim against the United States based upon its guaranty 
for the period March-August, 1920, is approaching completion. It has been 
necessary to restate this claim several times in accordance with tentative 

formulas. It will be ready for presentaticn in the early part of 1922. 

Wages 
Effective July 1, 1921, the United States Labor Board issued its Decision 
No. 147, reducing the rates cf pay of employees by an amount which aggre- 
gated approximately 11 per cent of the payroll. A revision of rules and 
working conditions for shop emplcyees so modified the lines of demarcation 
between the various crafts that it is now possible to use a mechanic in one 
class to do incidental work of another craft. The Board also disccntinued 
the requirement that time and one-half be paid for necessary Sunday service, 
thus permitting the use of engine terminal and car repair forces for such 
necessary Sunday work without the payment of a punitive rate. During the 
federal control period and up to July 1, 1921, all overtime for maintenance 
of way employees was paid for at the rate of time and one-half, but, under 
the decision of the Labor Board, the ninth and tenth hours of service may 
now be paid for at the regular hourly rate. Pending final decision of the 
Board, certain other classes of employees for whom overtime rates were 
established by the Director General of Railroads are now receiving the pro 
rata hcurly rate for such cvertime. Notwithstanding the reductions in rates 
of pay and changes in rules above mentioned, the average earnings per 
employee for the last six months of 1921 as compared with the average 
earnings per employee in 1917 indicate that wages are still much higher 
than prior to the federal control period. The company is negotiating with 
its employees looking to further reductions in pay and further changes in 
working rules and in some cases these matters have been referred to the 
Labor Board. 
Capital stock 
The capital stock of the company remained unchanged during the year. 
Changes in funded debt 
The changes in the funded debt of the company are shown in the following 
statement: 

The funded debt outstanding on December 31, 
ae Se Rane se 600 c ona d ae aeenas 
It has been increased as follows: 

Equipment Trust No. 48 of January 15, 1920, 
GE EN rare OR & o5 no's bo diss & er enahaes 72,800.00 


~ $72,574,246.05 


$72,501,446.05 


and has been reduced as follows: P 
Michigan Central—Jackson, Lansing and Saginaw 
3%4 per cent gold bonds of 1951 purchased 
and cancelled by the Trustees of the 
Land Grant fund of the Jackson, Lansing 


and Saginaw Railroad Company............ $4,000.00 
Serial note of the M. C. R. R. Co. dated Decem- 
ber 23, 1920, due December 23, 1921...... 262,000.00 


Payments falling due during the year and on 

January 1, 1922, on the company’s liability 

for principal installments under equipment 

trust agreements as follows: 
N. Y. C. Lines Trust of 1907, due Nevember 1, 

a ea ee eer err 260,425.45 
N. Y. C. Lines Trust of 1910, due Janvary 1, 

SEE Gaxce sab onder cokeves thes taceeen a ens 393,960.44 
N. Y. C. Lines Trust of 1912, due January 1, 

PE soy dea aid, KOA Biers ele 10519 ko ee eee e 151,710.90 
N. Y. C. Limes Trust of 1913, due January 1, 

a ER Eee ee 262,359.54 
M. C. R. R. Trust of 1915, due October 1, 1921 300,000.00 
M. C. R. R. Trust of 1917, due March 1, 1921.. 600,000.00 
Equipment Trust No. 48 of January 15, 1920, 

due January 15, 1921....0..cccccscecvess 341,200.00 
M. C. R. R. Co. proportion of N. Y. C. R. R. Co. 

Trust of April 15, 1920, due April 15, 1921.. 467,664.75 


3,043,321.08 


$69,536,924.97 
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The additional notes for $72,800 issued under Equipment Trust No. 48 
were given to the Director General of Railroads in connection with final 
settlement fcr the equipment allocated to the company during the period of 
federal control and described in the annual report for 1920. The total cost 
of the equipment was $6,934,865.45, of which $5,190,800 was financed by 
equipment notes. 

Changes in property investment accounts 

The changes in property investment accounts during the year, as shown 

in detail elsewhere in this report, were as follows: 


Investment in rcad property owned, net increase............. $193,112.45 
Investment in equipment, net increase.............c.ccccees 5,678,682.94 
Improvements on leased railway property, net decrease...... : ° 
Miscellaneous physical property, increase...............0e008 811,974.41 
Total net increase in property investments...............0.0. $6,532,402.13 
SUMMARY OF FINANCIAL OPERATIONS AFFECTING INCOME 
Year ended Year ended 
Dec. 31, 1921 Dec. 31,1920 Increase or 
1,862.02 1,865.89 Decrease 


Operating income 


miles operated milesoperated 3.87 miles 
Railway operations: 

















Railway operating revenues. .$72,911,852.36 
Railway operating expenses... 52,551,944.57 
-_- Items 
Net revenue from railway not 
operations .......5202+0+$20,399,907.79 shown 
a are 
Percentage of expenses to not 
_SOVENUES io oceccececscees (72.08) comparable 
Railway tax accruals........ $4,681,296.47 See Note A 
Uncollectible railway revenues 52,834.07 
Railway operating income. .$15,625,777.25 
Equipment rents, net credit.. $235,302.55 
Joint facility rents, net debit.. 457,809.28 
Net railway operating  in- 
COU yiicsiinivans 89 ce ee ER $15,403,270.52 $10,508,669.75a $4,894,600.77 
Miscellaneous operations: 
Revenues ...eececesescescecs $48,187.23 $139,827.63 —$91,640.40 
Expenses and taxes.......... 27,921.29 82,338.15 —54,416.86 


Miscellaneous operating in- 


BIE HS as ea ws 44 ears $20,265.94 $57,489.48 —$37,223.54 





Tctal operating income.$15,423,536.46 $10,566,159.23 $4,857,377.23 
Other Income 
Additional compensation and ad- 
justment of standard _ return 
under contract with Director 
General of Railroads for use 
of this company’s railroad 











property during federal control $621,873.80 —........ $621,873.80 
Income from lease of road....  ..seeeee $151.25 —151.25 
Miscellaneous rent income...... 178,304.44 5,845.61 172,458.83 
Miscellaneous non-operating phy- 

SIGN TROUEEY | 6. cseweseeaen 8,314.20 5,095.85 3,218.35 
Dividend income ........ — 440,679.47 498,305.04 —57,625.57 
Income from funded securities. 71,310.86 54,064.68 17,246.18 
Income from unfunded securities 

RG: SECOUREE ici cieeceeeae 472,724.77 563,495.98 —90,771.21 
Miscellaneous income ......... 1,441,616.95*B  30,277.32c —1,471,894.27 

Total other income.... 351,590.59 $1,157,235.73 —$805,645.14 
Gross income......... $15,775,127.05 $11,723,394.96 $4,051,732.09 

Deductions from Gross Income : 
Rent for leased roads......... $2,793,425.71 $2,774,791.59 $18,634.12 
Miscellaneous rents ........0+. 4,493.94 4,119.35 374.59 
War taxes accrued.......... D 92,000.00 —92,000.00 
Miscellaneous tax accruals..... 12,756.68 6,734.49 6,022.19 
Separately operated properties— 

DME. coca ke pale race ate wy ereiciee 896.35 132,438.11 131,541.76 
Interest on funded debt....... 3,396,968.64  3,059,383.17 337,585.47 
Interest on unfunded debt.... 1,849,322.88 1,668,605.49 180,717.39 
Amcrtization of discount on 

ee ee eee re ee ee 68,360.99 59,068.79 9,292.20 
Maintenance of investment or- : 

MI. — oie Gains clei 40 4 0% 273.51 1,317.50 —1,043.99 
Corporate general expenses..... =» seeeeees 29,069.27 — 29,069.27 
Miscellaneous income charges.. 76,708.277 90,081.96c —166,790.23 





Total deductions from 
grcss income . $8,049,790.43 $7,917,609.72 $132,180.71 





Wet Peowbe. sas decsses $7,725,336.62 $3,805,785.24 $3,919,551.38 








Disposition of Net Inccme 
Dividends declared (6 per cent 


1921, 4 per cent 1920)....... $1,124,184.00 $749,456.00 $374,728.00 





Surplus for the year carried to 
ee ae eee $6,601,152.62 $3,056,329.24 $3,544,823.38 
A—lIncludes compensation accrued under contract with Director General 
January and February, Guaranty under Transportation Act, 1920, March to 
August and net railway operating income—corporate—September to December. 
p—lIncludes accrual account Guaranty under Transportation Act, 1920. 
c—-1920 figures revised to include revenues and expenses prior to January 
1, 1918. 
p—War taxes for 1921 included in Railway tax accruals, 


+Credit. 
Profit and Loss Account 
Ralance to credit of profit and loss cn December 31, 1920.... $20,831,976.62 
Additions: 


Surolus fcr the year 1921........-+--+ee0e $6,601,152.62 

Profit on road and equipment sold........ 34,563.73 

Unrefundable overcharges ......-.++eeee5 8,058.32 

Various adjustments ef accounts (net).... 4,429.35 6,648,204.02 
$27,480,180.64 
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Deductions: 
Debt discount extinguished through surplus. $1,817.20 
Depreciation pricr to July 1, 1907, on equip- 
ment retired during 1921.............. 242,037.25 
Road property abandoned and nct replaced. 125,978.96 


369,833.41 





Balance to Credit of profit and loss, December 31, 1921.... - $27,110,347.23 





Comparison of Revenues, Expenses and Freight and Passenger Statistics 

The following comparisons of 1921 revenues, expenses and freight and 
passenger statistics are with those of 1920, including in the latter year 
similar items of the United States Railroad Administration for January 
and February. 

Revenues, Tonnage and Passengers 

The total operating revenues were $72,911,852.36, a decrease of $14,878,- 
$46.83. 

Freight revenue was $45,728,134.99, a decrease of $9,486,988.38. There 
was a decrease of 9,732,513 tons in freight traffic. The tonnage of bitumin- 
ous coal and coke fell off 3,739,712 tons, the remainder of the decrease 
being well distributed among the other commodities. . 

Passenger revenue was $20,016,387.06, a decrease of $3,541,466.14. Total 
number of passengers carried was 5,234,397, a decrease of 1,700,588. The 
heavy falling off in tonnage and in passenger traffic during the year more 
than offset the benefit in earnings from increases in rates which went into 
effect August 26, 1920. The passenger revenues of the company’s Canada 
Division were also affected by decreases in rates effective January 1 and 
uly 1, 1921. 

J The’ revenue from the transportation of mail was $868,436.79, a decrease 
of $589,569.06. The mail traffic of the company increased in 1921. The 
decrease in mail revenue is the result of the inclusion in 1920 of large 
amounts for adjustments covering additional compensation for the entire 
period of federal contrcl. 

The express revenues were $2,771,111.49, a decrease of $676,936.42, 
which was due not only to the business depression, but the operation of 
the new contract with the American Railway Express Company effective 
September 1, 1920. 

Operating Expenses t 

In arriving at the net railway operating income for the guaranty periad, 
the Transportation Act required that the maintenance allowance should be 
fixed with reference to the standards and price levels of the test pericd. 
The company worked out a tentative factor which resulted in charges tc 
maintenance in excess of actual expenditures and the carrying forward 
of a reserve at the end of 1920. ‘This factor, however, has proved to be 
larger than the government is likely to accept. Therefore, entries were 
made in December, 1921, clcsing cut balances in the maintenance reserves 
which had been accumulated in 1920; and as operating expenses for that 
year had been over-accrued by the amount of the reserves, it was necessary 
to adjust operating expenses in 1921 to offset the overcharge and preserve 
the continuity of the accounts. In making this adjustment the amount 
tentatively charged against the government for guaranty period operations 
was reduced and a ccrresponding charge was made against non-operating 
income, as a result of which the net corporate income for 1921 was not 
affected. ; 

The operating expenses for 1921, by groups, as compared with those for 
1920, eliminating these adjustments, were as follows: 

Amount 
$8 ,686,491.02 
14,385,253.42 


Decrease 
$2,452,507.73 


Maintenance of way and structures.. 
5,797,599.81 


Maintenance of equipment........... 


RAILWAY AGE 
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Amount Decrease 
ER 6h ee ee ow aes ‘ 1,125,580.92 49,670.19 
py ee visbecen eee 29,533,983.20 8,265,118.47 
Miscellaneous .....5..+. ERS Eee a 965,030.72 326,899.37 
OS PRR ee a hbase ee hee 1,778,962.20 16,957.51* 
Transportation for investment—Cr.... 54,394.95 34,429.11 
$56,420,906.53 $16,809,926.79 


*Increase 

The substantial decrease in operating expenses reflect the falling off in 
traffic, the economies effected by the company during the year, and reduction 
in wages and in costs of material and fuel. 

Railway Tax Accruals—Equipment and Joint Facility Rents 

Separate tables setting forth the details of these accounts will be found 
in another part of this report. 

: Non-operating Income 

Pursuant to the final certificate of the Interstate Commerce Commission, 
the annual compensation for the possession, use and control of the prop- 
erty of this company and its leased lines, under the contract with the 
Director General of Railroads, is $8,126,349.13. This is an increase ot 
$74,221.65 over the amount stated in the contract and accrued durin 
federal control. This increase and additional compensation on completed 
additions and betterments put in service prior to February 29, 1920, account 
for the item of $621,873.80 shown in the income account as additional com- 
pensation and adjustment of standard return. 

The decrease of $1,471,894.27 in miscellaneous income is due in part to 
a rearrangement, for purposes of comparison, of the. figures shown in 
the 1920 report and in part to adjustments in connection with the guaranty 
period, March-August, 1920. 

Deductions from Gross Income 

There was a decrease in the account “separately operated properties— 
loss” of $131,541.76. This decrease is due to the fact that there was a 
surpius from the operation of the Indiana Harbor Belt Railroad in 1921 
while this company was called upon to contribute its proportion of a deficit 
from the operation of that road in 1920. 

Net Corporate Income 

The net corporate income of the company was $7,725,336.62, from which 
were declared dividends of 6 per cent, amounting to $1,124,184.00, leav- 
ing a surplus for the year of $6,601,152.62, an increase over the surplus 
for 1920 of $3,544,823.38. 

Elimination of Highway Grade Crossings at Detroit, Michigan 

The separation of grades at various streets in Detroit under contracts 
with the city the first of which was made in 1900, was necessarily sus- 
pended during the war period. The city has grown very rapidly, especially 
in the southwesterly portion, and the highway traffic has become so heavy 
over certain streets as to render the separation of grades essential. During 
the year, grade separation work has progressed at Livernois, Dix and 
Waterman avenues. The city has undertaken to open Military Avenue under 
the company’s tracks at its expense. 

Changes in Organization 

On May 5th, Mr. Edmond D. Bronner was elected a Director to fill the 
vacancy caused by the death of Mr. William K. Vanderbilt, and on the 
same date Mr. Henry M. Campbell was elected a Director to fill the 
vacancy caused by the resignaticn on February 9th of Mr. Samuel Mather. 

Appreciative aclswwtedannent is made to all officers and employees of their 
loyal and efficient co-operation and service. 


For the Board of Directors, 
ALFRED H. SMITH, President. 


[ ADVERTISEMENT] 











(Continued from page 1508) 
in its issue of June 9: “From sources regarded here as semi- 
official, it is stated that there is practically no doubt as to the 
final success of the negotiations between the Missouri, Kansas & 
Texas and the Chicago & Alton for a merger of the two sys- 
tems. It is said that the negotiations have reached the point 
where the equipment for the merger is being prepared. The 
higher officials of both systems are pushing the details in prepara- 
tion for an early unification.” Incidentally, it was pointed out 
by this paper that the Missouri, Kansas & Texas had announced 
its intention sometime ago of withdrawing from the Kansas 
City Union station. This is now considered significant in con- 
nection with the merger talk since the Katy could withdraw 
from the terminal company and still use the station under the 
Alton franchise. “If the merger is effected,” this paper con- 
tinued, “there will be a direct line from Chicago, Kansas City 
and St. Louis to points in Texas. Through business from Chi- 
cago to the southwest would probably be handled by way of 
Higbee, Mo., where the Katy’s Sedalia-Hannibal line crosses the 
Alton’s Chicago-Kansas City line. This route would obviate the 
necessity of hauling trains through the terminals at either in 
Kansas City or St. Louis, but would send them through Sedalia, 
Fort Scott and Parsons.” Most newspapers predict that the 
Katy will be the dominating factor in the merger and that 
C. E. Schaff, now receiver for that system, and president of 
the new Missouri, Kansas & Texas organization, will probably 
be at the head of the combined system. 


New York, Cuicaco & St. Louts——Asks Authority for Ex- 
change of Materials-—This company and the Lake Erie & West- 
ern have filed an application with the Interstate Commerce Com- 
mission for authority to enter into an agreement providing for 
the exchange of materials, supplies and labor and the purchase 
Or acquisition of materials and supplies on joint account and the 
exchange thereof. The object is to relieve the companies of the 
necessity of complying with section 10 of the Clayton law in 
so far as transactions betwen them are concerned, thereby avoid- 
ing inconvenience and delay. The agreement provides for the 
exchange of materials and supplies on the basis of cost plus 
10 per cent. and freight charges. 


New York CENTRAL.—Petition to Reopen Chicago Junction 
Case Denied—The Interstate Commerce Commission has denied 
a petition of trunk lines entering Chicago for a modification of 
the order by which it authorized the New York Central to acquire 
control of the Chicago River & Indiana and the Chicago Junction. 


PHILADELPHIA & REapING.—Annual Report—The incomes for 
the year ended December 31, 1921, compares with the previous 
year as follows: 

1921 192 
$84,924,228 
68,361,308 
16,562,920 


Railway operating revenues ...............005 
Railway operating expenses.................. 
Net from railway operations................ 


SI, NNN, En ia 05.6 60 a cisikeais Racw.ane > fh: eer 
Railway operating income................ee-- 14,820,302 *$15,961,211 
FOOUOOOTEEINM TOOIUEE 6 oo-6-ob s cécnscessecéus 853,537 465,652 

SOG BEE. ets tuchincerindes cece des «oes 15,673,840 16,426,863 
Deductions from gross income..............+. 9,177,456 7,416,073 

CT ES NEA SES SET 6,496,384 9,010,790 
Income appropriated for investment in physical 

NE ni een eee ka Re eae A ae ks 3,055,961 2,538,571 
Inccme appropriated for sinking and reserve 

DE 6dcccamveeereeunueie were cnetks chives 53,790 41,394 
Total appropriations of income............... 3,109,751 2,579,965 

INN I oc dre A wma oak oc eareis bess 3,386,633 6,430,825 





"Includes two months federal compensation, six months government guar- 
antee and four months corporate operation, excluding hire of equipment and 
jcint facility rents, shown as non-operating items. 


PittspurcGH & LAKE ERie.—Annual Report—The income ac- 

count for the year ended Deceniber 31, 1921, follows: 
1921 1920 

te ee 1 da, 4 Se saliaoaie' «what geod able, 228 225 
iS oh cid weer dies wi o-oiniio wrace $23,226,059 
a ee eer ea 20,340,436 
railway operations............cc.e. 2,885,623 
ine ekmkinacdindadh sideentens 1,201,858 


Mileage operated 
Operating 
Operating 
Net from 
Railway tax 


Railway operating income.............ccsceeess f*? ieee 
Net railway operating income.............. 4,066,871 *$9,727,618 
>. FF “x Seer eeraae 43,597 1,559,108 
a ae aes Pee ee 4,023,274 11,286,726 
Total deductions from gross income........... 1,638,312 3,044,799 
ee 2,384,961 8,241,927 
Dividends declared (10 per cent each year) in 
1921, 6.62 per cent charged to income, and 3.38 
OF Cemk 00 PRONE OMA Tes... vcccccccccvccecss 2,384,961 3,598,560 
MIGTRE FOUN DUNES ce scccarvicccusserens Siw * Sele pelos 4,643,367 


*Includes compensation for January and February, guaranty, March to 
Anauat, and net railway operating income—corporate—September to De- 
cember. 

Items not shown are not comparable. 
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Reapinc Company.—Annual Report.—The income for the year 
ended December 31 1921, compares with the previous year as 
follows: 


Receipts: 1921 1920 
Interest and dividend receipts.............. $10,870,103 $11,942,639 
Ee eS ee ae ee ee 3,835,612 3,773,830 
Rent of Delaware River wharves and cther 

PFOPErty ce ccccccscccscrccccccccsevces 589,991 349,864 
Miscellaneous income .........seseeeseees 732,334 Tee ae 

SD ive dis new ae gak o5:o0wee cele 16,028,040 16,066,333 

ESOONSO—COMLTEBOME once ccc pecececcewsesies 144,051 125,988 

Deduct: 
oearent: Om Tateded: Gee 6 ois ccc. cictinctesioanvgan 3,731,908 3,756,511 
Interest on Reading Co., Jersey Central Col- 

NAN "RII 5.5 2 9% wah gers Ware ow tO ee Oe 920,000 920,000 
Rental of leased equipment................ 374,625 442,125 
NS oo aay Coolie G a sie tia Nek pi nik a ee, ke Aelita 965,690 779,508 

Total deductions from income............++.. 6,337,354 6,218,602 
MEMES Seis os ceenelten sey tan eee case ne 9,546,635 9,721,743 


RutTLanp.--Annual Report.—The income account for the year 


ended December 31, 1921, follows: 


1921 1920 
ee REE a re are ey 415 415 
oe, a er errr 8 Se 
CHI DERORONE aoc vc vc cieeee se secensesetn ~~ UU, Se 
Net from railway operations..............e8. oe, ee 
Mplwahy Gh ACCTURIB. 2 2 oi cccose cescccrvacesee's or 

Railway operating incOMe......ccccccceceveccece Ky) er 
Net railway operating income.............++. 450,911 *$899, 978 
EE EE IIR 6 055-6500 v.00 od oe tee risiweide® 135,217 83,855 
CE ID dis ws ar de:e wipe a Gib ch hiauy ete plaiereeee 586,128 983,832 
ee LS er ner reer 447,326 450,573 
Total deductions from gross income............. 572,801 601,421 
eS Te WE SO oie scien so 0eeer aces ves sics 13,326 382,411 


*Includes compensation accrued for January and February, guaranty, 
March to August, and net railway operating income—corporate—September 
to December. 

Items not shown are not ccmparable. 


Santa Fe & Los ANGELES Harsor.—Asks Authority to Issue 
Stock—This company has applied to the Interstate Commerce 
Commission for authority to issue $50,000 of stock for the con- 
struction of a line in Los Angeles County, Calif., to be operated 
as an extension of the Atchison, Topeka & Santa Fe. 


SouTHERN Paciric.—Annual Report—This company’s annual 
report for 1921 is reviewed in an article on another page of this 
issue entitled “Southern Pacific Issues Interesting Report.” 

Comments Concerning Separation of Central Pacific—See 
article on another page. C. P. 


TUCKASEEGEE & SOUTHEASTERN.—Authorized to Acquire Line.— 
This company has been authorized by the Interstate Commerce 
Commission to acquire and operate the railroad from Sylva to 
Blackwood, N. C., 12.26 miles. 


Wicuita NortH-WeEsterN.—Rock Island Inspects Line.—See 
Chicago, Rock Island & Pacific. 


Railway Administration Settlements 


The United States Railroad Administration reports the follow- 
ing final settlements, and has paid out to the several roads the 
following amounts: 


OREO: DEE SP WHI io: 0:s senses onnccae sven scaus $325,000 
Central Union Depct & Railway Company of Cincinnati. 25,000 
pe rrr eri rere eee 5 


50,000 
Chicago, Rock Island & Pacific paid Director General.. 2,500,000 


Dividends Declared 


Chicago, Indianapolis & Louisville—Preferred, 2 per cent, semi-annually; 
«common, 1% per cent, semi-annually; both payable July 10 to holders o 
record June 30. 

Chicago, St. Paul, Minneapolis & Omaha.—Common, 2% per cent, semi- 
annually; preferred, 3% per cent, semi-annually; both payable August 21 to 
holders of record hee B zs 

Mahoning pons Railroad.—Common, $5, semi-annually, payable August 1 to 
holders of record July 15; common, extra, $15, payable July 1 to holders 
of record June 24; preferred, 2% per cent, semi-annually, payable July 1 
to holders of record June 24. 

Philadelphia, Baltimore & Washington.—3 per cent, semi-annually, payable 
June 30 to holders of record June 15. 

Rensselaer, Saratoga.—$4, semi-annually, payable July 1 to holders of 
record June 15. 


Trend of Railway Stock. and Bonds Prices 


Last Last 
June 13 Week Year 
Average price of 20 representative rail- 


WORE SOUIERED 55 Ace Graco’ sd cane ethene 64.18 65.01 53.68 
Average price of 20 representative rail- 
Se EE . anni onss ¥anacweoene pave 85.62 86.06 72.79 
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Railway Officers 


PUQUNNG ASSEN TEENANTEESUATEEAEATEESATEESESAEENNSEEEN TEENS TEDEEATEEEE ATE OAA TEENA EEEE TERRE TOE 





Executive 


W. L. Stanley, general attorney of the Seaboard Air Line, 
has been elected vice-president in charge of public relations 
and kindred matters. 


M. H. Cahill, general manager of the Seaboard Air Line, 


has been elected vice-president in charge of operation with . 


headquarters at Norfolk, Va. 


Robert E. Ryan, superintendent of the western division of 
the Minneapolis & St. Louis, with headquarters at Minneap- 
olis, Minn., has been promoted to vice-president and general 
manager with the same headquarters effective June 15, to 
succeed Elliott E. Nash, resigned to become western repre- 
sentative of the American Locomotive Company with head- 
quarters at Chicago. 


A. H. Smith, president of the New York Central, has had 
his jurisdiction extended to include the presidency of the 
Chicago River & Indiana, pursuant to the recent acquisition of 
this property by the New York Central interests and the 
consolidation with it of the leased property of the Chicago 
Junction; and George Hannauer, vice-president and general 
manager of the Indiana Harbor Belt, with headquarters at 
Gibson, Ind., has had his jurisdiction extended to include the 
vice-presidency of this property. Pursuant to the change in 
the administration of the Chicago Junction, R. Fitzgerald, 
president of the latter company, and H. E. Poronto, vice- 
president, both with headquarters at Chicago, have resigned. 


Charles S. Lake, whose appointment as assistant to the 
president of the St. Louis Southwestern, with jurisdiction 
over all departments, effective June 5, was reported in the 
Railway Age of June 10 
(page 1368), was born 
on May 27, 1871, at 
Front Royal, Va., and 
entered railway service 
in May, 1885, as a tele- 
graph operator on the 
Richmond & Allegheny 
(now a part of the 
Chesapeake & Ohio). 
Subsequently he served 
in yard and train serv- 
ice on the Chesapeake 
& Ohio and on the 
Norfolk & Western 
until September, 1888, 
when he was promoted 
to dispatcher on the 
latter road. A_ year 
later he became a dis- 
patcher on the Chesa- 
peake & Ohio, but re- 
entered the service of 
the Norfolk & Western 
in January, 1897, after which he served consecutively as night 
chief dispatcher, general yardmaster and assistant trainmaster 
at Norfolk, Va., and Bluefield, W. Va., until 1902, when he 
became a trainmaster on the Southern. During the next five 
years, he served as trainmaster and superintendent on the 
Danville & Western division of this road. He then became 
superintendent of the New York, New Haven & Hartford. 
He held this position, first at Hartford, Conn., and later at 
Waterbury, until 1912, when he was appointed general super- 
intendent of the Minneapolis & St. Louis, which position he 
relinquished in May, 1914, to become general manager of the 
Seaboard Air Line. He continued with the latter company 
until June, 1917, when he left to perform special service for 
the president of the Erie, a position he held until the period 
of federal control. Consecutively thereafter he was engaged 





C. S. Lake 
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as assistant director of the division of operation of the Rail- 
road Administration, and as assistant to the director general 
of railroads until August, 1920, as general manager of the 
Norfolk & Southern until June 1, 1921, and as assistant to 
the president of the Chesapeake & Ohio and the Hocking 
Valley, with headquarters at Richmond, Va., until the date 
of his recent appointment. 


Financial, Legal and Accounting 


E. H. Bunnell, general auditor of the St. Louis-San Fran- 
cisco, with headquarters at St. Louis, Mo., has been elected 
comptroller, a newly created office, effective May 17, and the 
title of general auditor has been abolished. 


B. A. Little, assistant freight claim agent of the Chicago & 
North Western, has been promoted to freight claim agent, 
with headquarters at Chicago, to succeed H. C. Howe, whose 
death was reported in the Railway Age of June 3, page 1318. 


Operating 


N. D. Connolly, trainmaster, has been promoted to superin- 
tendent with headquarters at Gibson. 


Lynne L. White, trainmaster of the Erie at Hammond, 
Ind., has been promoted to superintendent with the same 
headquarters, effective June 10. 


James P. Carey, superintendent of the Nebraska division 
of the Union Pacific, with headquarters at Omaha, Neb.. 
has been transferred to the Los Angeles division, with head- 
quarters at Los Angeles, Cal., to succeed T. P. Cullen, retired. 


Forrest W. Rosser, division superintendent of the Chicago 
region of the Erie, with headquarters at Chicago, has been 
promoted to the newly created office of superintendent of 
transportation of the 
Chicago region, with 
the same headquarters, 
effective June 10, and 
the office of superin- 
tendent at Chicago, has 
been abolished. Mr. 
Rosser was born at 
Arcanum, Ohio, on 
April 19, 1874, and en- 
tered railway service on 
July 1, 1888, as a mes- 
senger in the telegraph 
office of the Cincinnati, 


Jackson & Mackinaw 
(now a part of the 
Cleveland, Cincinnati, 


Chicago & St. Louis), 
in which capacity he 
served until July 1, 1890, 
when he was promoted 
to operator, a position 
which he relinquished 
October 1, 1891, to become an operator on the Pennsylvania. 
Consecutively from that time he served as operator, car 
distributor and extra dispatcher on the Pennsylvania until 
December 1, 1898, when he became a dispatcher on the Balti- 
more & Ohio. In June of the following year he entered the 
employ of the Chicago, Milwaukee & St. Paul in a like capac- 
ity, and continued as dispatcher until January 1, 1903, when 
he became chief dispatcher on the Chicago, Rock Island & 
Pacific. Thereafter he served as chief dispatcher until 
February 29, 1904, as trainmaster on the Iowa and Illinois 
divisions until June 1, 1912, and as superintendent from that 
time until June 1, 1916, when he became connected with 
the Missouri, Kansas & Texas as trainmaster. In the service 
of this company, he was promoted to superintendent on 
January 15, 1917, and continued in this capacity until February 
1, 1918, when he was appointed an assistant superintendent 
of the Erie. Thereafter, he served as assistant superintendent 
until March 1, 1920, and as superintendent of the Chicago 
division until his recent promotion to superintendent of 
transportation. 
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J. F. Lord, superintendent of safety and fire prevention of 
the Chicago Great Western, has been appointed to the newly 
created office of assistant to the general manager and the 
title of superintendent of safety and fire prevention has been 
abolished. 


J. W. Smith, general superintendent of the Indiana Harbor 
Belt, with headquarters at Gibson, Indiana, has been promoted 
to general manager with the same headquarters to relieve 
George Hannauer, who retains the title of vice-president 
coincident with his election as vice-president and general 
manager of the Chicago River & Indiana which now controls 
the Chicago Junction. The office of general superintendent 
has been abolished. 


Mechanical 


M. L. Zyder, roundhouse foreman of the Indiana Harbor 
Belt, has been promoted to assistant master mechanic at 
Gibson, to succeed A. B. Fromm, promoted to master me- 
chanic to succeed C. B. Nelson. 


Engineering, Maintenance of Way and Signaling 


R. A. Feldes, assistant to chief engineer at Gibson has been 
promoted to chief engineer to succeed O. H. Gersbach, trans- 
ferred to chief engineer of the Chicago River & Indiana. 


F. S. Purdy, roadmaster of the Los Angeles division of 
the Atchison, Topeka & Santa Fe, Coast Lines, has been 
promoted to inspector of track and roadway, to succeed 
J. E. McNeil, deceased. 


Purchasing and Stores 


A. H. Laret has been appointed assistant to the vice- 
president and chief purchasing officer of the St. Louis-San 
Francisco with headquarters at St. Louis, Mo. 


Obituary 


J. E. McNeil, inspector of track and roadway on the 
Atchison, Topeka & Santa Fe, Coast Lines, whose death on May 
28 was reported in the Railway Age of June 3, page 1318, was 
bern on March 16, 1847, 
at Hamilton, Ont., and 
entered railway service 
in 1868 as a brakeman on 
the Illinois Central, 
where he _ served _ con- 
secutively as brakeman, 
conductor and _ train- 
master until 1884, resign- 
ing at that time to be- 
come trainmaster of the 
Texas & Pacific. A 
year later he returned to 
the Illinois Central and 
was employed as train- 
master, first at Waterloo, 
Iowa, and later at Fort 
Dodge, until 1887, when 
ill health induced him to 
remove to California, 
where in December, 1887, 
he entered the service of 
the California Southern, 
now a part of the Santa Fe. During his first year with this 
road he served as extra gang foreman and work train conductor 
and continued with the company from September, 1888, until 
October, as acting superintendent of construction and thereafter 
as conductor until November, 1888, when he became roadmaster 
on what is now known as the Los Angeles division of the Santa 
Fe, a position which he relinquished in December, 1906, to be- 
come inspector of track and roadway. While his death occurred 
suddenly, it is attributed largely to injuries received last No- 
vember in a motor car accident which resulted in the death of 
several officers of the road, including W. H. Oliver, engineer of 
the Grand Division. 
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